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Saturday, November 11, 1911 
Editorial 


Another harmony note in the relations between 
carriers and shippers is sounded by President John- 
son, of the Norfolk & Western, in an address before 
the Traffic Club of Pittsburgh, which is given in 
another column. It is not necessary to review the 
address at length, and attention is called merely to 
one statement therein. Mr. Johnson admits that it 
is the fault of the carriers themselves if they have 
failed to induce a favorable public sentiment 
through the legitimate instrumentality of the fullest 
and most friendly understandings with their smaller 
as well as their larger patrons, but asserts that they 
May rightfully demand the support and assistance 
of the larger shippers in bringing about a satisfac- 
tory understanding with all. He bases the right- 
eousness of this demand upon the fact that the dis- 
content of the smaller shipper is due to his distrust 
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of his larger competitor which finds frequent and 
emphatic expression in the statement that the 
shipper is not so much concerned with the amount 
of the actual charge upon his shipment as with the 
assurance that no one else is permitted to ship upon 
lower rates or more favorable terms. It is pointed 
out that the larger shipper may be influential in 
shaping public sentiment and in the promotion of 
the mutual understanding between the buyers and 
sellers of railway transportation which is essential 
to the general well-being. Upon the text of “A 
house divided against itself, etc.,” it appears that 
Mr. Johnson has preached a sermon worth while to 
read. It may be remarked in passing that Pitts- 
burgh seems to be a favorable locality for the de- 
livery of a preachment upon the obligations and 
duties of the big shipper. 


APPLE-STORAGE IN TRANSIT. 


Transit privileges for western apples are urged 
in an article recently published in a fruit journal. 
It was prepared by W. D. Tidwell, secretary of the 
Western Fruit Jobbers’ Association. Mr. Tidwell 
states his case as follows: 


“In looking up railroad rates we find that from 
originating or loading point to final destination a 
shipment will pass through one or more principal 
cities, and that the through rate is, for example, 
$1.00, while the rate to an intermediate station is 
75 cents, and from the intermediate station to final 
destination is 80 cents—the sum of the two local 
rates being $1.55, or 55 cents more than the through 
rate.” 

Of course, the object of the storage in transit and 
reconsignment privilege is to allow a through ship- 
ment to be stopped in transit, stored at the expense 
of the shipper and later reconsigned to final destina- 
tion at the balance of the through rate. The author 
of the article contends that this is not a rebate, but 
a device for the protection of the published rate 
and that the shipper is entitled to this privilege of 
storage in transit and the through rate under certain 
conditions and guarantees. He says it is an absolute 
necessity, first, because the harvest period is of 
short duration and the crops that are gathered 
within two months must supply the consuming pub- 
lic for twelve months, and, second, because cold 
storage houses are required to store apples, and 
these plants are located in principal cities and not 
in the fruit and farming sections. Another reason 
assigned for the granting of the privilege is that 
it would be a great saving to transportation com- 
panies for them to make the short haul from the 
orchard to the storage point and thus have the con- 
stant use of their cars during the busy harvesting 
season. 
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It is alleged that it is impossible for the dis- 
tributors of apples to know in October and No- 
vember which cities, or even states, will need apples 
from January to July. 
be the weakest point in the whole argument. Job- 
bers of apples are in this respect on a level with the 
dealers in any other commodity. The dealer in fur 
overcoats does not expect a market for his wares 
in Mississippi in August, nor does the dealer in 
gauze underwear expect to do a large business in 
North Dakota in January. The rule in the case of 
the apple dealer is not quite the same, but he is 
supposed from his knowledge and experience to be 
able to determine with fair accuracy where and at 
what season he will best dispose of the crop. 


There is probably more reason for the granting 
of the transit privilege in the case in question than 
in many of the instances in which it has heretofore 
been granted and for so long a time that it has be- 
come an established custom. It has before been 
stated that the Interstate Commerce Commission 
is on record as opposed to a wholesale extension of 
the practice, and it is believed that that body is 
rather inclined to restrict the application of the 
privilege; yet if ever there was a justification it 
would appear that the apple dealers have some show 
of a cause. 


A strong showing of the dealers’ side of the case 
was made by E. N. Loomis, vice-president of the 
International Apple Shippers’ Association, in an 
article published in THe Trarric WorRLD on May 
13, 1911. Mr. Loomis called attention to the fact 
that the demand was at all times during the season 
then just passed dull and dragging on apples in 
boxes and strong and active on barrels, in spite of 
the unquestioned fact of the general superiority of 
boxed apples. This was accounted for by the dif- 
ference in the method of distribution. The barrels 
are shipped to every market in the country and 
abroad, while, though about an equal quantity of 
apples is packed in boxes and in barrels, the mar- 
ket for the box crop is practically limited to New 
York and Chicago, and the markets of those places 
are over-supplied. This lack of intelligent distribu- 
tion is charged against the carriers, because one 
dollar per hundred is the freight rate on box apples, 
whether they are shipped to Denver, Chicago or 
New York. It is argued, with some show of rea- 
son, that if a storage-in-transit privilege were al- 
lowed there would at once develop a system of dis- 
tribution which would scatter the annual crop of 
twenty million boxes over all sections of the coun- 
try. 

It is, of course, the western apple crop that is in 
question. Within the last few years the states of 
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Washington, Oregon and Idaho have developed 
such capacity as producers of apples as to make 
the matter of marketing a vital one. It is argued, 
also, that the adoption of the storage practice would 
result in giving the roads between Chicago and 
New York, which now get next to nothing of this 
traffic, an equal proportion of the business which js 
now practically confined to one road. 

The subject is an important one and the various 
organizations of apple growers and dealers, yearly 
becoming of greater strength and influence, may be 
expected to continue the struggle for what they 
consider their rights, and if the practice is to be 
perpetuated in other lines, it is difficult to see how 
this interest is to be barred. It is true that many 
of the western roads already provide for storage, 
but these organizations are desirous of seeing all 
roads brought into the fold. 


Oil Ratings Under Fire 


THE TRAFFIC SERVICE NEWS BUREAU, 

WESTORY BUILDING, WASHINGTON, D. C. 

Washington, D. C., November 10.—Brief argument 

was made last Thursday in the complaint of the Sun 

Company, an oil company at Stoy, Ind., against the 

Indianapolis Southern Railroad, Illinois Central Railroad 

and others. Francis §. MclIlhenny and John S. Minds 
appeared for the complainants. 


The crux in the case is the contention that the 
Western Classification fixing a higher rate on crude 
than on gas oil is an undue discrimination. The higher 
rate was produced by fixing an estimated weight of 7.4 
pounds to a gallon of crude and 6.4 on gas oil, when, 
it is alleged, as a matter of fact, the weight and value 
are about the same. The carriers, in their brief, claimed 
that the oil shipped by the complainant was misbilled 
as gas-making oil when it should have been billed crude. 


_ R. V. Fletcher, for the Indianapolis Southern, claimed 
that the mistake in applying estimated weights arose 
from conflicting reports by the chemists. Then he in- 
sisted that even if the Commission should find the cal- 
riers’ classification unjust it should not give the com- 
plainant reparation because of the misbilling.. 

Mr. Mcllhenny, to destroy the impression that might 
have been produced by the talk about misbilling, read 
from the testimony showing that the Sun company con- 
tinued the “gas-making oil” billing for two years for 
the avowed purpose of protesting against the discrimina 
tion which they claimed was made in favor of the 
Standard and against them. The testimony was that at 
all times the agent of the initial carrier knew why the 
irregular billing was made. 


MORE LELAND ISSUES SUSPENDED. 
Washington, D. C., November 10.—The Interstate Com- 


_merce Commission has suspended Supplement No. 6 ‘ 


Leland’s I. C, C. No. 852, Southwestern Lines’ Tariff No. 
43-E, advancing rates on cotton and cotton linters, until 
March 1, 1912. 
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DECISION RAISES BIG QUESTIONS? 


Washington, D. C., November 10. 

—The oftener the opinion of Justice 

Van Devanter, in the case of the 

Southern Railway Company, plaintiff 

in error, against the United States, is 

read, the greater appears its signifi- 

cance as bearing upon the ever-pres- 

ent question as to the limit of the 

power of Congress over interstate 

commerce, or, put in another way, 

what is included in the words inter- 

state commerce. Penalties were collected from the South- 

ern, because it moved three cars with defective couplers, 

which apparently were not engaged in moving interstate 
business. 

When the court made its answer to the big question, 
“Was the amended safety appliance act, making it 
applicable to all trains, locomotives, tenders, cars and 
similar vehicles used ‘on any railroad engaged in inter- 
state commerce’ within the power of Congress under 
the commerce clause of the Constitution,’ it spoke an 
emphatic yes. 

Every car on every railroad engaged in interstate 
commerce must be equipped in compliance with the 
terms of the safety appliance Act. No matter if the 
cars are used only in hauling intrastate business, they 
must be so fitted, because they run on rails over which 
interstate commerce is continually passing. In the lan- 
guage of the court, “whatever brings delay or disaster 
to one, or results in disabling one of its operatives, is 
calculated to impede the progress and imperil the safety 
of other trains. And so the absence of appropriate 
safety appliances from any part of any train is a menace 
not only to that train, but to others.” 

If that language is not broad enough to cover any- 
thing that damages, delays, or makes more difficult, in- 
terstate commerce passing along the rails of any and 
all transportation companies, it is hard to conceive what 
it is, 

As a matter of fact, the query among many lawyers 
practicing before the Interstate Commerce Commission 
is: Does not this case do for the railroads what the 
decision in the most celebrated of all cases under the 
commerce clause of the Constitution, Gibbons vs. Ogden, 
did for water transportation? Does it not bring them 
all under the control of the federal government? Does 
it not come pretty nearly bringing everything used in 
interstate transportation under the control of the federal 
authorities? Is it possible for the great stock yards at 
Chicago and other packing-house points to remain outside 
the jurisdiction of the Commission? 

Naturally, it is easy to ask such questions when it 
is not necessary to argue in the affirmative before a 
court that would calmly take all the cases, consider 
them, and point out the fallacies of the arguments made 
by him who undertook to found a case upon what the 
court might suggest was a narrow foundation and not 
very strong at that. 

But, taking the conservative state’s rights view of 
the matter: Does it not indicate a tendency of the 
ssa of last appeal to say that everything directly per- 
taining to the movement of commerce is wholly within 
the control of the federal government? Does it not tend 
to show that the court is inclining, at an acute angle, to 
the view that the tracks, stations, warehouses and 
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everything of that kind, are under the protection of, or 
exposed to attack, if that is preferred, under the com- 
merce clause of the Constitution? Does it not indicate 
that the Supreme Court is coming to the conclusion that 
the immovables, wholly within a state, are within the 
jurisdiction of the federal regulating power, because they 
are used in commerce between the states? 

Trade literally once meant a path, The idea of 
commerce is that of the exchange of the goods the 
merchants had to sell and the path over which the mer- 
chants and their wares passed and repassed. The Act 
to regulate commerce between the states was put upon 
the books with the idea of removing or preventing ob- 
structions along the path, to the end that all merchants 
might use it upon the same terms. 

The underlying idea of the safety appliance, hours 
of service, and subsidiary acts is that of making travel 
along the path safe not only for the merchants, but for 
those engaged in transporting their goods for them. 

Now comes along the Supreme Court to declare that 
Congress has the power to declare that any vehicle 
used on the path that is traveled by any carrier for 
hire to transport goods from one state to another, shall 
be equipped in the manner indicated by the law-making 
body to the end that the safety of the commerce passing 
along the path may be assured; that because a given 
car travels along a path used in trade between the 
states is subject to the regulation of commerce, notwith- 
standing the fact that it is used only in the transporta- 
tion of goods from one place to another in the same 
state. The court says that, because that car moves 
along the path, its defective equipment may endanger 
the progress and safety of interstate commerce, there- 
fore, Congress has the power to say what shall be done 
with regard to it. 

There are a few railroads which claim to be wholly 
intrastate. If the effect of that opinion is not to bring 
them within the Interstate Commerce Commission, then 
it is necessary to show a layman why not. There is 
probably not one among those claiming to be intrastate 
roads that does not, some time or another, haul cars 
consigned to some point beyond the state in which it 
has its lines. Applying the test that appears to be laid 
down in this opinion, all their equipment must be sup- 
plied with brakes and couplers that meet the require- 
ments of the safety appliance law. 

Justice Van Devanter tried, of course, to point out 
the limits of the opinion when he said: “Speaking only 
of railroads which are highways of both intrastate and 
interstate commerce, these things are matters of com- 
mon knowledge: Both classes of traffic are at times 
carried in the same car, and when this is not the case 
the cars in which they are carried are frequently com- 
mingled in the same train and in the switching and 
other movements at terminals. Cars are seldom set 
apart for exclusive use in moving either class of traffic, 
but are generally used interchangeably in moving both; 
and the situation is much the same with trainmen, 
switchmen and like employes, for they usually, if not 
necessarily, have to do with both classes of traffic.” 

Instead, however, of that language setting a limit, 
it merely indicates how hard it would be to find any- 
thing pertaining to any railroad equipment, any instru- 
mentality of transportation that is not, by the opinion 
of this case, brought under the regulative power of 
Congress under the commerce clause of the Constitution. 

A. E. H, 











DECISIONS OF COMMISSION 


Interstate Commerce Commission Hands Down 
Rulings on Contested Cases 


(ate 


Cement Rate Found Unreasonable 
OPINION NO. 1653 
No. 2994. 
(21 I. C. C. Rep., 533.) 
CAROLINA PORTLAND CEMENT COMPANY 
vs. 

CHESAPEAKE & OHIO RAILWAY COMPANY ET AL. 

Submitted February 2, 1911. Decided October 9, 1911. 


Rate of 22% cents per 100 pounds for transportation of cement 
in carloads from Fordwick, Va., to Hope Mills, N. C., found 
to have been unreasonable so far as it exceeded 19% cents 
per 100 pounds. Reparation awarded. 




















J. S. Hannahan and F, C. Ford for complainant. 
A. H. Ketner for defendants. 





Report of the Commission. 
BY THE COMMISSION: 

The complainant is a corporation engaged in the 
manufacture and sale of cement and similar commodities, 
with its principal office at Charleston, S. C. Its petition, 
filed November 24, 1909, alleges that it was charged 
by defendants an unreasonable rate for the transporta- 
tion of two carloads of cement from Fordwick, Va., to 
Hope Mills, N. C. Reparation is asked. 

In March and April, 1909, complainant shipped over 
defendants’ lines from Fordwick to Hope Mills two 
carloads of cement, each ygighing 60,800 pounds, for 
which transportation charges were collected in the sum 
of $273.60 at a rate of 221%4 cents per 100 pounds. The 
freight charges were actually paid by the consignee, 
but were deducted by him from the invoice price of 
the cement, and thus really paid by complainant. 

The bills of lading show that the shipper gave in- 
structions to route the traffic via Chesapeake & Ohio 
Railway to Richmond, Va., Seaboard Air Line to Wil- 
mington, N, C., and Aberdeen & Rockfish Railroad from 
Aberdeen, N. C., to destination. 

The route of actual movement was via the Chesa- 
peake & Ohio Railway to Richmond, Seaboard Air Line 
to Aberdeen, and Aberdeen & Rockfish Railroad to des- 
tination. There was no joint rate applicable to the 
movement, and the rate applied was a combination made 
up of a proportional of 5 cents from Fordwick to Rich- 
mond and a proportional of 17% cents beyond. When 
the shipments moved there was a rate on cement, in 
carloads, from Fordwick to Wilmington via the Chesa- 
peake & Ohio Railway and Seaboard Air Line of 10 
cents per 100 pounds; and a rate from Wilmington to 
Hope Mills via the Seaboard Air Line and the Aberdeen 
& Rockfish Railroad of 9% cents per 100 pounds. Com- 
plainant’s routing via Wilmington was with a view to 
getting the benefit of the combination of the rates just 
mentioned, making a through rate of 19% cents. Com- 

‘ plainant contends that the shipments should have moved 
via the route specified in the bills of lading, and that 
the charges collected were unreasonable, because in 








































a rate of 19% cents. 
So far as complainant’s routing instructions are con- 
cerned, an examination of the accompanying map of 
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the defendants’ lines shows that to comply with those 
instructions would have taken the shipments over ap 
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entirely unreasonable and unnatural route. The Sea 
board Air Line passes through Aberdeen, N. C., its con- 
nection with the Aberdeen & Rockfish Railroad being 
136 miles northeast of Wilmington. Had complainant’s 
routing instructions been obeyed it would have involved 
an out-of-line haul of 136 miles from Aberdeen to Wil- 
mington and another haul of the same distance from 
Wilmington back to Aberdeen over the same rails; and, 
for reasons which will be stated, even if this unnatural 
movement had been made the combination of rates on 
Wilmington could not have been applied. 


The tariff naming the 10-cent rate from Fordwick 
to Wilmington so restricted its application that it could 
not have been used as a basis for constructing a through 
rate from Fordwick to Hope Mills. The original tariff 
contains the following provision: 

Rates to points in associated railways territory, as described 
below, will be made by adding the proportional rate as shown 
in Chesapeake & Ohio Railway F. T. No. 12583, I. C. C. No 3798, 
to Virginia gateways, plus rates shown in Chesapeake & Ohio 
Railways F. T. Nos. 12113, 12287 and 12412, I. C. C. Nos. 3346, 
3513 and 3628, also Atlantic Coast Line Railroad I. C. C. No. 
5436, Norfolk & Western Railway I. C. C. No. 3050, Seaboard 
Air Line Railway I. C. C. No. 3810 and Southern Railway I. C. C. 
No. 11512, or subsequent issues. 

Associated railways territory, as described in the 
tariff, includes Hope Mills, N. C, The Virginia gateways 
referred to are Richmond, Lynchburg, Charlottesville 
and Basic. There are a number of supplements to the 
tariff, but they contain nothing to indicate that rates 
to points in associated railways territory could be made 
otherwise than as prescribed in the original issue. The 
restrictive provision was not canceled by the supplements 
and was still in force when the shipments moved. me 
view thereof, a combination of the 10-cent rate to Wil 
mington and the 9%-cent rate back to Hope Mills could 
not have been lawfully applied to the shipments. 

These were open rates, however, under which the 
shipemnts could have moved if complainant had shipped 
the cement to Wilmington, there paid the freight charses 
up to that point and accepted delivery, and ther he, 
shipped the cement from Wilmington to Hope Mills. 
It is asserted by defendants that the 10-cent rate ‘0 
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Wilmington was made to meet water competition and 
is not a fair measure of a reasonable rate from Ford- 
wick to Wilmington. : 

The distance from Fordwick to Richmond via the 
Chesapeake & Ohio Railway is 158 miles, and the dis- 
tance from Richmond to Hope Mills via the Seaboard 
Air Line and the Aberdeen & Rockfish Railroad is 
269 miles, making a total distance from Fordwick to 
Hope Mills of 427 miles. At the rate of 22% cents 
per 100 pounds the earnings upon this traffic amounted 
to $4.50 per net ton, or 10.5 mills per’ ton per mile. 
At the rate of 19% cents per 100 pounds via the same 
route the earnings would have been $3.90 per net ton, 
or 9.1 mills per ton per mile. Shortly after the ship- 
ments moved the Chesapeake & Ohio Railway and At- 
lantic Coast Line Railroad established a rate on cement 
in carloads from Fordwick to Hope Mills of 18 cents 
per 100 pounds, which was later reduced to 17 cents; 
and the Chesapeake & Ohio Railway Company, by 
tariff effective October 1, 1910, established a rate of 
17 cents between said points in connection with the 
Seaboard Air Line and Aberdeen & Rockfish Railroad. 

The facts in this case do not present a situation 
where a joint through rate exceeds the combination of 
intermediate rates between the same points, but sub- 
stantially the same principle is involved as has been 
involved in many cases where the Commission has dis- 
approved a joint rate in excess of the sum of the inter- 
mediate rates. As has been noted, there was a rate of 
10 cents from Fordwick to Wilmington and a rate of 
9% cents from Wilmington to Hope Mills, and had 
complainant shipped the cement to Wilmington, there 
accepted delivery, and then reshipped it back over the 
same rails to Hope Mills, the rates for the two separate 
services would have amounted to 19% cents, and the 
carriers would have hauled the traffic 272 miles farther 
than it was hauled over the direct route to destination, 

Upon consideration of all the facts disclosed by our 
investigation we are of opinion and find that the rate 
complained of was unreasonable to the extent that it 
exceeded 1914 cents per 100 pounds. Reparation will 
be awarded in the sum of $36.48, with interest from 
May 1, 1909. Inasmuch as defendants now maintain a 
rate which is lower than the rate upon the basis of 
which reparation is granted, no order for maintenance 
of a future rate will be made. 


Misrouting Damages Awarded 


——— 


OPINION NO. 1652 
No. 4026. 
(21 1... C. C. Rep., 530.) 
WHALEY-WAP.REN LUMBER COM?ANY 
Vs. 
CAROLINA, CLINCHFIELD & OHIO RAILWAY. 
Submitted June 22, 1911. Decided October 9, 1911. 


Reparation awarded for damages caused by defendant’s failure 
to properly route a shipment of lumber from Dungannon, 
Va., to Boston, Mass. 


W. S. Phippen for complainant. 
J. N. Powell for defendant. 
Report of the Commission. 
BY THE COMMISSION: 
The complainant, a corporation engaged in selling 
lumber at Bristol, Va., by petition, filed April 21, 1911, 
Complains of an unreasonable charge, resulting from mis- 
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routing, assessed for transportation of a carload of pop- 
lar lumber, billed from Dungannon, Va., to Maugansville, 
Md., and thence reconsigned to Boston, Mass. Repara- 
tion is sought. 

The shipment, weighing 43,400 pounds, moved from 
Dungannon on December 7, 1909, over defendant’s line, 
consigned to Maugansville. The bill of lading contained 
no routing instructions, and no notice of an intention to 
reconsign at Maugansville to Boston, Mass. Defendant 
moved the shipment southward over its road to Marion, 
N. C., where it was delivered to the Southern Railway, 
which transferred it to the Pennsylvania Railroad at 
Potomac Yards, Va., and the latter carrier transported 
it to Harrisburg, Pa.; thence it moved over the Cum- 
berland Valley Railroad to Maugansville. The shipment 
could have moved over the line of defendant northward 
to St. Paul, Va., and thence via the Norfolk & Western 
and Cumberland Valley roads to Maugansville. The 
rate to Maugansville over this route would have been 23 
cents per 100 pounds, while the rate via the route actu- 
ally taken was 33 cents. Defendant admits that it should 
have sent this shipment via the route taking the lower 
charge, and, because of misrouting, offers to refund the 
difference between the 23 and 33 cent rates. At Maugans- 
ville the shipment was reconsigned, in accordance with 
tariff provisions, by filing of the required application for 
reconsignment. The shipment was reforwarded to Bos- 
ton upon a rate of 17 cents, Maugansville to Boston. 


There was in effect at the time of movement a joint 
through rate of 31% cents from Dungannon to Boston, 
applicable via the Norfolk & Western and Cumberland 
Valley roads through Maugansville, and the tariff of the 
latter road provided that when shipments of lumber 
originating at points south and west of Hagerstown, Md., 
were routed via Norfolk & Western, care of Cumberland 
Valley Railroad at Hagerstown, they might, upon or 
prior to arrival at Maugansvill, be reconsigned to new 
destination at the through rate from original point of 
origin. Complainant avers that any charge in excess of 
the joint rate of 31% cents was unjust and wmnreason- 
able; that the application of the higher through charge 
was due solely to action of defendant in misrcuting the 
shipment, and asks reparation on that basis. The de- 
fense is that complainant gave no routing instructions 
and did not indicate that the car was to be reconsigned 
to a point beyond Maugansville. 

The proper charges to Maugansville over the route 
followed by the shipment are $143.22, whereas the amount 
collected, according to the expense bill, was $155.07. 
There was, therefore, an overcharge of $11.85. 

In support of the position which it has assumed, 
complainant refers to previous decisions of the Com 
mission dealing with the question of reparation for mis- 
routing. Kile & Morgan Co. vs. Deepwater Ry. Co., 15 
I. C. C. Rep., 285; Cressey & Co. vs. C., M. & St. P. Ry. 
Co., 18 I. C. C. Rep., 132; Noble vs. J., L. C. & BE. R. R. 
Co., 20 I. C. C. Rep., 520. The defendant asserts that in 
each of the cases cited the damage arose from the fail- 
ure on the part of the defendant to forward the shir- 
ments via the ruuvtes specifically named by the shipper, 
and that in that respect the present case differs from 
those referred to. It is denied, therefore, that this can 
be construed as a case of misrouting. 

In the Kile & Morgan case, supra, it was stated: 


Carriers at fault in misrouting are liable for damages rep- 
resented by higher charges than would have been lawfully as- 
sessable had the misrouting not occurred, and we do not adopt 
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defendant’s contention that liability attaches for such damage 
only as can be reasonably seen or anticipated. A shipper can- 
not be deprived through a carrier’s negligence of any lawful 
privilege offered by another carrier, especially after due dili- 
gence on his part to secure such advantage, * * * 

May it be said that this complainant was lacking in 
the exercise of due diligence in order to secure the privi- 
leges which he desired in connection with this move- 
ment? Upon this point attention is invited to the lan- 
guage used in the opinion in the Cressey case, in which 
the jurisdiction of the Commission to award reparation 
in misrouting cases was assailed. Referring to the mat- 
ter in somewhat general terms, the Commission said: 

From our consideration of the question presented by de- 
fendant herein, we are convinced that we did not err in the 
cases before cited, and that the act to regulate commerce confers 
upon this Commission jurisdiction over a complaint for the 
recovery of a damage resulting from misrouting a shipment 
where such damage arises from a rate or charge in excess of 
the lawful rate or charge that would have applied via the route 
over which the shipment properly should have moved, or move- 
ment over which was specifically directed by the shipper. 

It will be observed that this decision describes as 
misrouting a movement which fails to take a route 
over which the shipment properly should have moved, as 
well as one which was in violation of specific instruc- 
tions by the shipper. Was the route taken by the ship- 
ment in this case one over which it properly should have 
moved? 


The carload of lumber was tendered to defendant 
billed to Maugansville, which is in a northerly direction 
from point of origin, and to which there was a more or 
less direct route in connection with the Norfolk & West- 
ern, and over which route the lower rate of 23 cents 
applied. Instead of sending the shipment over this route 
the defendant chose to carry the lumber southward over 
its rails to Marion, N. C., a distance of 161 miles, almost 
to its terminus: Thence it was moved to Maugansville 
via Potomac Yards, Va., and Harrisburg, Pa. Via this 
circuitous route the distance is 792 miles, as against a 
distance of 364 miles via the other available route. 


Under the circumstances and conditions here de- 
scribed, it is clear that the shipment did not move over 
the route which it properly should have taken. It is 
apparent that but for defendant’s error the lumber would 
have moved to Boston via the cheaper available route at 
the joint rate of 31% cents instead of the through com- 
bination rate of 50 cents, as charged. 

Under all the circumstances and conditions, we are 
of the opinion, and so find, that complainant was sub- 
jected to unjust and unreasonable charges for the trans- 
portation of a carload of lumber from Dungannon to 
Boston, Mass., in so far as they exceeded the through 
published fate of 31% cents per 100 pounds, and repara- 
tion will be awarded on that basis in the sum of $80.29, 
with interest from January 11, 1910. The carriers respon- 
sible therefor should refund the overcharge of $11.85 
above mentioned. An order will be entered accordingly. 


CUTS RATES ON ALFALFA MEAL. 

Lincoln, Neb., November 10.—The state railway com- 
mission has issued an order reducing the rate on alfalfa 
meal four cents between Albion and Omaha. The rate 
has beén 12% cents and the new rate will be 8% cents. 
The latter rate is the present tariff on baled alfalfa hay 
from Albion to Omaha. The commission also names a 


rate of 10% cents on alfalfa meal from Kearney to 
Omaha, making the minimum weight 30,000 pounds. 
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COMMISSION ORDERS ENJOINED 


Court Holds Up Readjustments Ordered in Inter- 
mountain Fourth Section Cases 


THE TRAFFIC SERVICE NEWS BUREA?, 
WESTORY BUILDING, WASHINGTON, D. c, 

Washington, D. C., November 10.—The readjustments 
in the intermountain rate situation ordered by the Inter. 
state Commerce Commission, acting under the powers 
it believed conferred on it by the amended long-and-short. 
haul clause of the Act to regulate commerce, were tem. 
perarily enjoined late yesterday afternoon by the Com- 
merce Court. The restraining order against the enforce. 
ment of the Commission’s scheme of rates is to remain 
in effect until the Commerce Court has heard the injunc. 
tion proceedings on their merits. 

The court handed down no opinion. It is expected 
that that will be drawn up and filed some time next 
week. It is thought likely that some features of the 
constitutional questions involved in the case will be 
touched upon in the opinion. 

The cases enjoined were published in THE TRAFrric 
Wortp for July 29, 1911, pages 204 et seq., and the 
specific orders in the issue of August 12, pages 312, 
et seq. Notice of the application for injunction and a 
review of the leading allegations in the bills of the trans- 
continental lines was given in the issue of October 7, 
pages 581, et seq. 

As is well known, the adjustment to the intermoun- 
tain country, whereby rates to intermediate points exceed 
the charges to the Pacific coast terminals, has long been 
a sore point with Nevada, Utah and other interior states 
and with inland cities in the coast commonwealths. 
Spokane, for instance, has been fighting for over twenty 
years to obtain a realignment of rates that would put it 
on a basis of equality with its rivals on the coast, espe 
cially Seattle. Reno, Phoenix and points similarly sit 
ated have not been idle in pressing their claims against 
what they contended was a discriminatory rate structure. 

In June, 1910, the entire intermountain question came 
to an issue with the promulgation of opinions by the 
Interstate Commerce Commission in cases involving the 
rates at Reno, Phoenix, Spokane and Salt Lake. Acting 
under the old Act to regulate commerce, with a fourth 
section shorn of vitality by decisions of the United States 
Supreme Court, the Commission, in then dealing with 
the rates, was forced to ignore fourth section bars, but 
then suggested that the time had come when the inter- 
ests of the public and the carriers demanded that the 
transcontinental lines give the intermountain country a 
new basis of rates. Many of the rates then suggested 
were tentative and, with the exception of certain class 
charges, still the subject of litigation, were never pub- 
lished by the earriers. 


A few days before these opinions were made public, 
the opportunity for which the intermountain country had 
long been watching came in the form of an amendmen? 
ito the long-and-short-haul clause of the commerce act. 
This change was forced through Congress with the back- 
ing of senators and congressmen from the interior states. 


Ir brief, it eliminated the phrase “under substantially 


similar circumstances and conditions,” which had been 
so construed in modifying the ‘prohibition against charg: 
ing more for the shorter than for the longer haul that ‘he 
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law, to all practical intents and purposes, had become a 
dead letter. It did more; it threw the burden of justify- 
ing departures from the strict letter of the statute 
upon the carrier and made the Commission, instead of 
the carrier, the judge, in the first instance, as to whether 
such departures were justifiable. 

With the passage of the amendment referred to, the 
transcontinental lines filed applications for relief, pray- 
ing that they might continue to charge higher rates to 
the coast than to points intermediate. Water competition 
was the rock upon which they builded their defense of 
the adjustment of rates so long complained of. Extended 
hearings were had in March of this year on these appli- 
cations, which were considered in connection with the 
cases before mentioned. At these hearings both the inter- 
mountain and terminal cities were represented. 

In extended opinion by Commissioners Prouty and 
Lane, the Commission discussed the various constitutional 
questions urged at these hearings and the pleas ad- 
yanced by the transportation companies for relief. While 
recognizing the potency of water competition to some 
extent, and inclining less favorably to the contention 
that market competition also should be a reason for 
relief, the Commission was of the opinion that the 
relief as prayed for by the carriers should not be 
granted. As an alternative, a new adjustment, based 
upon a percentage zone system, was proposed. For rate- 
making purposes to intermountain country the Commis- 
sion divided the country into five zones. From the first 
zone, which may be roughly described as Missouri River 
territory, it was held that rates to intermountain points 
should not exceed the rates from the same destinations 
to coast terminals. From Chicago rate territory, car- 
riers were to be permitted to charge interior rates 7 
per cent in excess of the terminal rates; from Buffalo- 
Pittsburgh territory, a differential of 15 per cent over 
terminal rates was permitted to the intermountain points, 
and from Trunk Line territory 25 per cent. No order 
was entered with reference to zone 5, embracing ter- 
ritory south and east of transcontinental group C. 


The belief is expressed here that the temporary in- 
junction in substance destroys the effect of the amended 
fourth section, and that the section itself barely escaped 
condemnation on constitutional grounds, as it is rumored 
here two members of the court are of the opinion that 
the amended clause was obnoxious to the Constitution. 
It is felt that the court’s denial of the motion of the 
Commission to dismiss the bills filed by the carriers 
Went to the merits of the question, and was sufficient 
to warrant the assumption that the present order indi- 
cates the final disposition that will be made of the pro- 
ceedings by the Commerce Court. 


In the absence of the formal opinion and anything to 
indicate the line of reasoning taken by the court, the 
Speculative conclusion is that the carriers have won a 
complete victory and that the court will eventually adopt 
as its interpretation of the new fourth section the con- 
struction placed on the original law by the United States 
Supreme Court several years ago. 

Of the cities primarily interested in the intermoun- 
tain adjustment, Salt Lake alone comes out victorious. 
This is due to the fact that specific rates, originally 
Suggested over a year ago, were prescribed to that -point, 
and the injunction against these charges the Commerce 
Court refused to grant. 
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ADVOCATES FEDERAL CONTROL 
Commissioner Lane Would Bring Industrial Cor- 


porations Under Regulation of a 
Commission 


THE TRAFFIC SERVICE NEWS BUREAU, 
WESTORY BUILDING, WASHINGTON, D. C. 

Washington, D.C., November 10.—Interstate Commerce 
Commissioner Lane has created something of a sensation 
here by advocating the establishment of a governmental 
body to regulate the acts of corporations, other than 
transportation, that are engaged in interstate business. 
Mr. Lane goes to the extent of advocating the scheme 
which is suggested in the letter from Washington ap- 
pearing in the last issue of THE TRAFFIC WoRLD, and 
bases his advocacy on substantially the same foundation, 
namely, that a corporation is performing a public service, 
the same as the president of the United States or a 
railroad company. It is the servant of the state. He 
recognizes the difference between a corporation that 
exercises part of the power of a sovereign, that of the 
right of eminent domain, such as a carrier has, and a 
corporation organized for carrying on an industry or 
trade, 

The rule that applies to the former cannot be applied 
to the big corporations called trusts. He is not so fool- 
ish as to even suggest that they can be handled or regu- 
lated by the same kind of laws, but he does contend that 
in the federal government rests the power to control 
monopolies. The courts have construed the anti-trust 
law so as to leave no question as to the power of the 
federal government to regulate those that restrain trade 
between the states, even to the extent of destroying them, 
as will have to be the issue in the tobacco and oil cases, 
if the attorneys are not able to devise a scheme for 
approval by Judge Lacombe, in whose court the two 
trusts were found guilty. 

“It is my belief,’ said the Commissioner, “that the 
government should have power to determine in the first 
instance where a railroad should run. This power other 
countries exercise over railroads; as, for instance, in 
the country immediately north of us (Canada) no rail- 
road line can be run unless first there has been obtained 
the consent of the railroad commission; in other words, 
they look upon the railroad as a public highway, and 
determine where it is advisable that that highway should 
extend. 

“In the very nature of things, a railroad is a mo- 
nopoly—it has a right of eminent domain granted to it 
by the state, which is a state’s own right; it has part 
of the power of the state given to it so that it may 
take private property under a certain prescribed process 
of law, because there is a higher use to which the 
property can be put—that is, its use as a railroad. 

“The fundamental right under which the government 
exercises the power of regulating rates is that this 
highway is for public use, and that it is in its nature 
a monopoly. Therefore, I think that it is only con- 
sistent with the theory upon which we are now pro- 
ceeding that we should protect the railroad; that is, in 
existence against a competition that may be ruinous to 
it—that we should guarantee in a sense a certain ter- 
ritory to a railroad whose rates and services are under 
control and regulation by the state. 





“Without mentioning any names, I have in mind 
two instances which illustrate the necessity for such 
protection—one a case in which a railroad was built 
for the purpose of holding up a competing line to which 
it was eventually sold; another a case in which a ter- 
ritory was well served, and the carrier in existence 
preparing for great improvements which had been en- 
tirely stopped by reason of its being paralleled by an- 
other line. 


“It is not for the shippers’ interest that any more 
railroads should be run than are necessary, because 
if two roads are operated where one will do the work, 
there, in the nature of things, will come an _ under- 
standing between the roads for their own protection. 
Moreover, the road that is poorest in construction— 
that does not have already a settled and determined 
volume of freight—will reduce rates, because any rate 
that it gets is an addition to its revenue, will make 
contracts with shippers, taking away large volumes of 
freight from the established line; and, in the nature 
of things, as experience has proved for 50 years, when 
after such a tate war the carriers come together rates 
are always increased so that two carriers can run where 
one ran before. 


“There is no question but that agreements between 
railroads to maintain rates came in no small part from 
the pressure of weak lines, as well as from the pressure 
of strong shippers. 


“You ask why this! same principle should not be 
applied to a private industry doing an interstate busi- 
ness, There must be recognized, in the first place, a 
plain distinction between the public highway and the 
private enterprise. The man who puts his money into 
a railroad devotes that money to a public service, and 
he is entitled to the protection that the public can give. 
Instead of building the road itself the government says 
to the private individual: 

“*You may invest your money in this property, and 
you may take a part of our sovereign power—the right 
to condemn property and the right to fix a toll on a 
public highway—and we will reserve to ourselves the 
power to regulate you.’ 

“In a private enterprise, manifestly, it is quite dif- 
ferent; but from what I have said it should not be 
implied that there should be no control of interstate 
business enterprises. These enterprises have grown so 
great by combination and accretion that they amount, 
in fact, to monopolies in some instances, and the power 
to contro] them as monopolies, I think, rests in the 
federal government.” 


“It is a serious question of economics as to whether 
is is wisest to resolve such enterprises into their orig- 
inal integral parts, or, once constructed, control them 
in such a way as to prevent them from effecting a public 
harm, either by oppressing competitors or by injuring the 
public through increase in prices. 


“Tt have always believed that it was wise to establish 
some such body as that suggested in his bill by Senator 
Newlands, by which there would be established a com- 
mission that would act much as the Interstate Commerce 
Commission does with respect to these private enter- 
prises which are in existence, and upon complaint that 
they were exercising oppression as against their com- 
petitors, or that they had by reason of their combination, 
and as a result of it, increased the cost of their com- 
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modities to the public, be regulated and controlled as 
we control railroad rates. 

“The trust was originally justified before the public 
as a means of saving—that through the combination of 
industries and discarding those that were operated at 
the highest operating expense, concentration of manage. 
ment, large purchases of raw material, and more skillfy| 
handling of labor the cost of manufacture would be 
reduced. There is power in the government (and the 
machinery should be established by which that power 
can be exercised) by which, if through the combination 
not only there is no saving effected, but an increase pro. 
duced by reason of making a return upon an inflated 
capitalization, the public could be protected. 

“There should go with this also a right on the part 
of small enterprises to agree together as to a minimum 
price, so as to protect themselves against a cutthroat 
competition that would be ruinous. If two plants are 
created where one would do the work there is no eco- 
nomic necessity for one, and the burden should not rest 
upon the public to support both when they have combined 
together; but if there is a demand for the product of 
these enterprises, they should be allowed under proper 
control to protect themselves against destruction. 

“The philosophy that underlies this theory is that 
each of these enterprises and all of our enterprises are 
rendering a public service—that the man in the mill, the 
man in the factory, and the railroad brakeman is a public 
servant in the broad sense, just as much as the President 
of the United States.” 





Aims at Rate Equality 


Olympia, Wash., November 10.—Absolute equality as 
between competing jobbing centers is the aim of the 
state public service commission in its proposed readjust 
ment of jobbing rates. “When the new distributive rates 
for Washington are made public they will apply alike 
ali jobbing centers, being the same east from Puget Sound 
as west from Spokane,” is the announcement made. 

This state has already had its hearings, and while the 
exact rates will not be announced until after the Oregon 
commission and the Interstate Commerce Commission rates 
are fixed, so that all may be in harmony, the principle 
upon which they will be based has been outlined. 

The Washington commission, it is said, has reached 
the decision that distributive rates shall be on a distance 
tariff basis; not on the general tariff basis, but on what 
might be termed a merchandise distance tariff designed 
for the purpose of forming distributive rates in this state. 

While the commission is not prepared to make public 
the exact rates which have been drawn, because of the 
necessity of having them in harmony with the other 
rates to be promulgated, and the effect they might have 
cn the jobbing business of Washington, they will apply 
equally out of all jobbing centers. They will be lower 
than the special class and commodity rates, except where 
affected by water competition. The new rates will pro 
vide the maximum and not the minimum that may be 
charged and can be made lower by the railroads, pro 
viding there is no discrimination shown. 

It is expected that there will be substantial reduc 


tions in the long hauls and less on the short hauls as the 


hearings brought out little complaint against rates for 
distances up to 100 miles, but there was much protest 
against distances over 100 miles. 
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INDUSTRY DEMANDS HARMONY 


Railroads and Shippers Must Join in Furthering 
Spirit of Co-operation fcr Common Good 


__ 


BY L, E. JOHNSON, 
President, Norfolk & Western Railway Company.* 





“And if a kingdom be divided against itself, that kingdom 
camnand tf & house be divided againstitself, that house cannot 
wnt —The Gospel according to Saint Mark 3:24, 25. 

Whoever speaks of “The American House of In- 
dustry” in Pittsburgh may well feel that he addresses 
an elder branch of that impressive family at one of 
its principal and most favored seats. In the district 
that derives its name from this city and in turn has 
made this city what it is, the genius of the American 
people has wrought most mightily and has erected the 
most stupendous and potent productive mechanism known 
to the world. Here inventive skill has combined the 
most efficient processes and the most effective machines 
for transforming inert masses of ore and fuel into means 
for satisfying the wants of the world’s consumers; here 
labor and capital are organized on a tremendous scale, 
not to combat one another, but to work together, as co- 
ordinate productive agents, to create these values which, 
equitably divided between them, permit a high standard 
of living, ample wages and abundant opportunity to 
the one and fair interest and wholesome profits to the 
other. 


This city is the center and heart of the great Amer- 
ican steel industry, that industry which is well known 
as the barometer of industrial conditions, and of which 
it has been well said, that it is either a prince or a 
pauper. Here, when industry is active and traffic presses 
closely upon their facilities for moving it, the American 
railways (and also those of other countries) must come 
for material to extend their lines and to augment the 
capacity of those that already exist. To you, in such 
times, the railways look for rails, cars, signaling ap- 
paratus, materials for locomotives, metal specialties of 
a hundred varieties. And here, too, when the activity 
of industry diminishes, when the weight of adverse con- 
ditions beats down enterprise, is felt the full and im- 
mediate effect of the injury. 

Pittsburgh is, to the railways, not only a market 
in which they must seek materials and supplies, but 
it is also a center of traffic. To this center they bring 
food and other articles which it does not produce for 
the consumption of its people and an abundant share 
of the raw materials which its industries require. From 
this center they take away, ultimately to pass to every 
quarter of the habitable globe, the greatest traffic, in 
bulk and value, that originates within any other region 
of similar or even considerably larger area. The traffic 
80 supplied is not alone of importance to the roads 
Which reach the Pittsburgh district, but wherever an 
American railway exists and participates in the inter- 
State commerce of the American people, there is a chan- 
nel for shipments originating here, and there also move, 
in greater or less volume, the products of Pittsburgh’s 


: _*An address entitled ‘“‘The American House of Industry,” 
“wetthes before The Traffic Club of Pittsburgh, Pa., November 
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industrial activity. These facts, recognized as soon as 
they are mentioned, point unmistakably to the mutual 
interdependence existing between the productive indus- 
tries of this district and the transportation agencies 
by which they are served, including among the latter 
not only the railways that reach Pittsburgh, but, as 
well, those that unite with them to form routes to all 
the markets in which Pittsburgh buys or sells. The 
activity of production here is the activity of the trans- 
portation industry over all these routes, the prosperity 
of the one is the prosperity of the other, depression of 
the one is the depression of the other. 

The industrial institutions and associations of this 
city serve well to establish the truth of the assertion 
that manufacturing and traysportation, at least, are co- 
ordinate branches of the American House of Industry. 
Agriculture may, indeed, be able to enforce its claim 
to being still the dominant branch, as it is unquestion- 
ably the oldest, but neither agriculture nor exchange, 
both important members of the family, may look down 
with too great assurance upon their sturdy copartners, 
who share in the duty and responsibility of maintaining 
the position and dignity of this great House. All are 
brothers-in-fact and all are inextricably bound and inter- 
dependent, by reason of the great complexity of modern 
industrial association. The situation evokes the law 
laid down by the greatest Law-Giver of the Ages, that 
“a house divided against itself cannot stand.” 
Shall the American House of Industry become a “house 
divided,” or, winning by mutual understanding, by wise 
adjustment of temporary and relatively unimportant dif- 
ferences to more complete solidarity, shall it shape its 
destiny so as soon to attain to its rightful kingdom 
of industrial supremacy? America has the natural re- 
sources; its people possess the character, the ability, the 
skill to contrive and the strength to pursue; the neces- 
sary capital is available, the east is ruddy with the 
dawn of the day of realization; nothing but America 
itself can block America’s way to that pre-eminent posi- 
tion which European industry cannot much longer main- 
tain if the force of American competition is not throttled 
by domestic misunderstandings. 

Such an occasion as this may best be_ utilized, 
therefore, to consider how most fully to foster and to 
perpetuate that harmony of understanding and that con- 
sistent unity of action which, without sacrificing one 
branch of the American House of Industry to any other 
branch, will enable all to work together toward the 
common aggrandizement. The fact that such confer- 
ences as these are held is, in itself, most encouragingly 
persuasive that the desired end will be accomplished. 

The initial requirement which must be recognized 
as the basis of such co-operation as has been urged 
is the admission on the part of both buyers and sellers 
of railway service that both parties to these transac- 
tions are performing co-ordinate functions of similar 
importance, and that the contract between them ought 
to be on such terms as to enable both to benefit there- 
from. Economic efficiency may, in fact, be defined as 
consisting of ability to produce something, whether steel 
rails or railway transportation, pickles, or pumpkin pies, 
and to dispose of that something on such terms as sat- 
isfy both producer and purchaser, It is well, I appre- 
hend, that either party shall admit that the other has 
met this requirement, even though proof may not be 
forthcoming. After all, this degree of mutual considera- 
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tion ought not to be difficult of attainment. What 
would be’ the value of the most complete and extensive 
stock of groceries if there were no means for getting 
them into the hands of consumers? What would be 
the value of the most complete and efficient equipment 
of delivery trucks and wagons if there were no goods 
to be delivered? The answer is that Pittsburgh with- 
out railways would be as impossible as railways without 
traffic. 

From the recognition of this incontestible fact to 
the realization that, unles8 both producers and railways 
are able to earn satisfactory returns, there will be a 
decrease in the supply of whichever is at a disadvantage, 
is but a short step. Because of their mobility, both 
labor and capital tend away from the less remunerative 
industries and toward those more profitable, until an 
adjustment is effected. Prosperous production, therefore, 
requires and implies prosperous transportation and pros- 
perous railways cannot exist without prosperous pro- 
ducers. 


On the railway side, recognition of this requirement 
has long found expression in the. adjustment of charges 
for freight transportation to the necessities of the 
purchasers of transportation; in other words, in the 
consistent effort to open all markets to all producers 
by means of transportation rates which will yield profit 
to both parties without burdening either. This is the 
real meaning and application of the much misunderstood 
principle of “what the traffic will bear,’ and when so 
properly defined and fully comprehended it is plain that 
it is the only principle upon which the present develop- 
ment of American industry could have been accomplished. 

The application of this principle in the daily nego- 
tiations between the shippers and the railways has 
created a class of highly practical] students of the con- 
ditions of production and consumption, who, as traffic 
officers of the railways, serve the latter most efficiently 
when they are of the greatest service, also, to the 
producers. That traffic officer is most efficient whose 
industrial vision is most acute, whose knowledge of 
the field of production is at once the broadest and most 
detailed, whose appreciation of the changing needs of 
actual and potential shippers is most sensitive and 
sympathetic. So satisfactorily have traffic officers, as a 
class, met these requirements that it is but fair to say 
that. through their traffic departments, the railways 
possess and utilize a very complete store of knowledge 
concerning the industrial conditions and demands of the 
American people. I apprehend that, in the main, the 
relations between the shippers and the railways have 
been maintained chiefly through the traffic departments, 
in the full light of this knowledge, with an intelligent 
desire to acquire more knowledge and with not a dis- 
ereditable degree of wisdom. That mistakes have been 
made is not to be denied, but that these have been 
relatively rare and unimportant exceptions is most un- 
hesitatingly asserted. 

The Interstate Commerce Commission has never 
looked too leniently upon railway conduct and there 
are those who have regarded it as prone to exaggerate 
admitted evils, if not at times to find evil where none 
actually existed, yet the Commission has formally given 
testimony in favor of the large body of American rail- 
way traffic officers. I quote from one of its annual 
reports as follows: 


Of course there are various conditions—commercial and 


' favorable terms. 
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otherwise—which act in most cases as checks upon 
conduct, and even where such‘safeguards do not exist, it stands 


arbitrary 


to the credit of railway managers that they are rarely charge. 
able with wanton extortion. 
In view of their opportunities, it is perhaps not too much to 


say that the obligations of neutrality in this regard are 
observed, and that discriminations of this character 
often the subject of complaint.—Ninth Annual (1895) 
of the Interstate Commerce Commission, pp. 16, 17. 


What must be the answer to the inquiry, whether 
the knowledge and sympathy of the railways for the 
producers have been fully reciprocated? Perhaps, jt 
would not be becoming on the part of any railway 
officer, before this body, to suggest its answer to that 
inquiry. Yet, he may certainly be permitted to express 
the opinion that, while shippers may at times have 
failed to show that sensitiveness to railway rights and 
that recognition of railway necessities which might have 
been desirable, the lapses are readily explained. The 
great mass of shippers are dealers upon a moderate 
scale in the products of a single, simple department 
of industrial activity and cannot be expected to take 
as broad a view of the needs and conditions growing 
out of relations to all forms of productive industry as 
the railway officer, whose success is dependent upon 
his ability to adapt his course so as efficiently to serve 
the largest possible number of producers, producing 
points, and forms of production, On the other hand, 
it is asserted that most of those shippers who forward 
their traffic in large volume maintain a _ consistently 
sympathetic attitude toward the railway industry and 
are generous and considerate in their dealings. Their 
daily and intimate contact with the carriers, bringing 
with it a necessary recognition of interdependence and 
of reciprocal service, has supplied that understanding 
from which nothing less significant could have sprung 
than full acceptance of the truism that fair and even 
generous dealing is the expression of the most enlight- 
ened self-interest. 

The carriers cannot escape a large share of re 
sponsibility for the failure of the smaller shipper to 
pay due regard to so essential an element in the rela- 
tions between them. Engaged in the performance of 
a service of quasi-public character, holding their rights 
to administer their own property, as they do, subject 
to the public right of supervision and subject to such 
modifications of their practices or methods as public 
opinion may justify, it is the fault of the carriers them- 
selves if they have failed to induce a favorable public 
sentiment through the legitimate instrumentality of the 
fullest and most friendly understandings with their 
smaller as well as their larger patrons. Admitting, how- 
ever, for the purpose of the argument, the utmost dere 
liction in this respect that can be charged against them, 
the railways, having resolved no more to sin by these 
omissions, may rightfully demand the support and assist- 
ance of the larger shippers in bringing about a Sat: 
isfactory understanding with all shippers. Authority for 
this position lies in the incontrovertible fact that the 
aloofness of the smaller shippers is the direct result of 
their fear or mistrust of their larger competitors. This 
finds frequent ahd emphatic expression in the repeated 
averments by smaller shippers that they are not s0 
much concerned as to the actual charges upon theif 
shipments provided they can be assured that no one 
else is permitted to ship at lower rates or upon more 
The abolition of rebates but partly 
solves the problem, though I cannot but regard that as 
the most notable accomplishment in traffic affairs during 
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the past decade. And, in passing, let me say just here 
that, while not failing to give due and proper credit 


to Congress, the Commission and other governmental 
authorities for their part in bringing about this needed 
reform, yet. we should not fail to remember that no 
small part of this result has been due to the initiative 
and co-operation of the railway managers and _ traffic 


officers of this country and to their cordial support in 
making the laws on this subject thoroughly effective. 
To sell transportation in wholesale quantities to a large 
and regular purchaser has not lost its attractiveness nor 
has the ability to offer traffic in enormous quantities 
been deprived of its persuasive power. Miracles are as 
unlikely to result from regulative legislation as from 
any other sort of human effort. The larger shipper 
still possesses the advantages, in negotiations concern- 
ing rates or facilities, which grow out of the revenue- 
producing value of his traffic, and if these advantages 
are pressed there are lawful possibilities, the realization 
of which would be resented by those unable to profit 
by them. Every railway traffic officer and every indus- 
trial traffic manager knows the truth of this assertion 
and both recognize the necessity of resisting the admis- 
sion into railway practice of any concessions to the 
large shippers which would warrant resentment from 
any quarter. If railways were not prohibited from en- 
tering, among themselves, upon these arrangements which 
would make self-restraint effective and secure stable 
rates and the orderly maintenance of reasonable rela- 
tions with all shippers, the remedy would be in their 
own hands and they could apply it with wisdom and 
finality. But their hands are tied by existing laws, and 
even the recently adduced “rule of reason” apparently 
does not relieve them from the burden of the uneco- 
nomic methods which those laws impose upon them. 
Therefore, it is necessary for them to invoke the co- 
operation of the larger shippers and to ask of the latter, 
that they shall not, in the furtherance of narrow and 
selfish interests, press upon even the weakest carrier 
demands for lawful concessions which, if admitted, 
would become the subject of complaint and bring about 
a new period of controversy and unrest. The railways 
are fully warranted in making this request, for they can 
rest it confidently upon the truth that no more advan- 
tage in rates or facilities which any carrier could law- 
fully grant would, in the end, compensate for the in- 
juries which would come to all through a renewal of 
the controversies that have characterized the decade 
just ended, 

Public sympathy is always with the poor as against 
the rich, with the weak as against the strong, with the 
small as against the great. The under dog may have 
his jaws firmly gripped upon the throat of his rival, but 
while the noise of the contest continues the sympathy 
of the crowd is his. The smaller shipper may have 
immense advantages in production and even in the com- 
mon market, but let him acquire a grievance against a 
railway over alleged favoritism to a larger competitor, 
and he has only to air it in public to convince many 
that duty requires them to agitate for his redress. This 
attitude of the public is neither unnatural nor to be con- 
demned. Doubtless public prejudice in favor of the small 
Shipper will yield to reason if it appears that he has 
complained without justification, but, even though ex- 
planation be practicable, the occasions requiring explana- 
tion should be reduced to a minimum. In short, if 
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mutual understanding between the buyers and sellers of 
railway transportation is essential to the general well- 
being—and I have spoken in vain if I have not estab- 
lished that truth—the small shipper must not be dis- 
regarded. He, too, must be satisfied, for his prosperity 
and his contentment are the safeguards of the rights 
of the larger shippers, the guarantors of the prosperity 
of all. 


When shippers and railways unite in the determina- 
tion “to live and let live” the railways may well be 
asked to formulate a standard for their own well-being 
with which they will be satisfied. It will not be difficult, 
I apprehend, fully to meet that requirement. The rail- 
ways ask nothing more than the unquestionable enjoy- 
ment of stable revenues sufficient to permit them to 
fully maintain the integrity of their properties and 
properly to render the services which the public demands 
of them and a moderate return upon the private capital 
invested in the public enterprise. If, however, a road 
is so fortunately situated as to be able to earn a larger 
return as the result of the imposition of rates which 
are reasonable, just and undiscriminatory, then no one 
should gainsay its right to receive such return. When 
the supply of railway labor is satisfactory in quality 
and ample in quantity, when capital is available at fair 
rates and in sufficient amount to build all proper ex- 
tensions and to provide for all improvements that would 
increase efficiency and minimize the possibility of acci- 
dents, we would have a condition that applies to every 
well-conducted, successful American enterprise. Any 
other condition ought to be, and in the long run will be, 
quite as unsatisfactory to the general public as to rail- 
way Managers. and owners. Under present conditions, I 
am inclined to think that it is possible to narrow the 
standard somewhat further and that, for practical pur- 
poses, in this direction, the question may be considered 
settled when it is ascertaine@ whether capital currently 
flows in ample volume into the railway industry. That 
is, after all, the standard which will measure success 
or failure. 

It is impossible to predict what volume of new 
capital will be needed for railway development in the 
United States for even the next five years. Yet no one 
doubts that the amount will be very large or that in- 
dustry will be seriously affected if it is not forthcoming, 
It is necessary, then, to give heed to the conditions 
under which it must be obtained. One of the most 
significant of these conditions is the inevitable compe- 
tition for capital with the producing establishment and 
groups of such establishments which constitute the larger 
shippers. Within scarcely more than a decade there has 
been a great change in the attitude of the general in- 
vestor toward manufacturing undertakings. Formerly the 
capital for these enterprises was supplied by those di- 
rectly interested in them and by their immediate asso- 
ciates, who neither sought nor hoped directly to draw 
largely upon the general investment funds that are 
handled through the great exchanges and money centers 
of the world. But now all this has been changed. The 
numerous combinations of the smaller industrial enter- 
prises to form larger single organizations, promising 
large profits and permitting the issuance of securities 
resting upon broader bases and with, apparently at least, 
less risk of loss from local depression or disaster, have 
opened the great exchanges to the share and bond 
offerings of these productive concerns. At the same 









812 THE TRAFFIC WORLD AND TRAFFIC BULLETIN 






time the pressure of increased cost of living upon the 
large class that is wholly or partially dependent upon 
income from securities has rendered a very large body 
of investors exceptionally eager to obtain somewhat 
higher rates of return than is usually obtained from 
investments in railway securities. This mutual desire 
kas, in part at least, been met by those in charge of 
industrial enterprises, with the result that large sums 
of money which might otherwise have sought investment 
in railway construction and betterment have been di- 
verted. This effective competition for capital is not 
likely soon to cease and it may therefore be safely as- 
sumed that in the immediate future railway investments 
must be made more attractive and safe if the railway 
industry is to obtain its proper share of available capital. 


The second consideration has reference to the ex- 
isting capitalization of nearly all the larger American 
railways. Two general classes of railway securities now 
exist and are outstanding in the hands of the public, 
both of which have numerous sub-classes. The most 
conservative investors, including that large class repre- 
senting fiduciary investors consisting of savings banks, 
insurance companies, trustees and others, who, from the 
nature of the laws controlling such investments, require 
the utmost safety, confine their investments in railway 
capital to high-grade securities, consisting usually of 
first mortgage bonds, and will only become the pur- 
chasers of these when they know that they are strength- 
ened by additional expenditures made upon the property, 
which expenditures are themselves represented by in- 
terest paying or dividend paying securities. This class 
of investors are usually satisfied with relatively low 
percentage rates of return, but demand unquestioned 
security for the payment of both principal and interest. 
We must recognize the fact that the larger portion of 
the capital, which represents the tremendous investment 
in the properties of the railway companies of this coun- 
try, has heretofore come from this class of people. 
These investments, however, have already been made 
and represent, in a large measure, the values of the 
present property of the railway; and, in considering this 
condition, we must not fail to recognize the additional 
fact that these first mortgages run for long periods of 
time, their maturity is projected into the distant future, 
and that the first mortgage bond in most cases can no 
longer be utilized by the railway companies as a source 
of capital or credit. Their purposes have been accom- 
plished, the money has been received and has been 
expended—in the majority of cases, I doubt not, with 
wisdom and prudence—in the construction of the great 
highways -which have heretofore served and are now 
serving the commerce of this nation. 


In their history, however, it has been and will be 
necessary for the railway companies to appeal to all 
classes of potential investors, and hence they issue junior 
mortgage bonds, income bonds, equipment trust obliga- 
tions, convertible bonds and both common and preferred 
shares, These forms of securities have been issued from 
time to time as conditions demanded, and as they could 
be sold on the market. In many cases the securities 
of the railroads, especially their junior securities, have 
been marketed at higher rates of interest; or, if at a 
lower rate, then at less than their par value. Such 
a condition is unfortunate, and it is to the interest of 
the shipping public that these conditions should no 


_ the owners. 
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longer exist. The railway companies, holding their prop. 
erty as they do under public supervision, should pe 
permitted to establish and maintain such suitable rates 
as will give assurance to the investing public that the 
roads will be permitted to earn a sufficient income to 
pay a proper return upon such investments as are 
necessary to provide for the public service. When assur. 
ances of this kind are given, a properly managed road 
should be able to go before the conservative investor and 
ask for investment in the junior securities of the road 
upon terms which will permit progress in economic de. 
velopment, and the establishment of the facilities de. 
manded by the public. 

The capital required for this ’ progressive develop. 
ment must come as the result of the sale of securities 
whose attractiveness and safety will depend upon the 
earning capacity of the railroad rather than upon the 
value of the property as a salable asset. This earning 
capacity must be shown to be uniform and progressive 
year in and year out. Its sole foundation rests upon 
fair, reasonable and suitable rates. When the investing 
public is satisfied that a policy which will permit such 
stability has been adopted as the result of deliberate 
judgment of the people of this country, I feel safe in 
predicting that the necessary capital will be available 
for the railroads on such terms as will enable them to 
perform a far greater service to the people than they 
have been able heretofore to render. 

In the creation of this public sentiment, the shippers 
must take the leading part, and I appeal to thoughtful 
men that it is absolutely to the interest of the shippers 
that this condition may be brought about. These facts 
are the basis of a legitimate appeal for the consideration 
and co-operation of all shippers, both large and small. 
The American House of Industry is of imposing strength, 
but, even with harmony and co-operation, its strength 
is not greater than is needed in the contest that is in 
progress. Divided it cannot stand, much less could it 
continue in prosperous development. 

It is incumbent upon all to think calmly and clearly, 
to throw aside prejudice and narrow selfishness, and to 
work together with candor, harmony and fair dealing for 
the common good. 


Sets Date for Argument 


THE TRAFFIC SERVICE NEWS BUREAU, 
WESTORY BUILDING, WASHINGTON, D. ©. 

Washington, D. C., November 10.—The Supreme Court 
of the United States acted on two appeals from the 
Commerce Court Monday, In the Proctor & Gamble 
case it set January 8 for arguments, and in Omaha 
Council Bluffs trolley case, in which is involved the 
question of the Commission’s jurisdiction over interstate 
trolley lines, the court granted a supersedeas on condi- 
tion that the appealing trolley roads give bond in the 
sum of $10,000. 

The Proctor & Gamble case turns on the question 
as to whether a carrier has the right to assess demur 
rage on the private cars of the complaining shipper 
when those cars are standing on the private tracks of 
The Commission and the Commerce Court 
have held that, until the cars pass from under the 
lease the carrier has upon the private cars, they are 
subject to the demurrage rules. 
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“pLAY FAIR”---BIG BUSINESS 


Industrial Greatness No Mark of Criminality— 
Time to Halt in Uncalled-for Prosecutions 


BY G. W. SIMMONS, 
Vice-President Simmons Hardware Company.* 





| am greatly honored in being invited to address the 
Pittsburgh Traffic Club, particularly upon a subject such 
as the one assigned to me this evening, and assume that 
i am asked to speak from the standpoint of a merchant 
whose business is so generally spread out over the whole 
country as to bring him in touch not only with general 
business conditions, but with the sentiment of business 
men of all sections as well. I trust you will bear in 
mind that the ideas I express are not based on my belief 
in my own ability to read the public mind, but rather 
because of exceptional opportunities which the daily con- 
duct of my business offers for an accurate knowledge of 
what the small merchant in the small town and cross- 
roads village all over the country thinks about these 
subjects, which deserve and demand the close attention 
of all our commercial interests during the next twelve 
months. 

Important events have been following so closely 
upon one another during the past month or two that the 
plain business man finds it difficult to keep up to date 
and know just where he stands, as his ideas, formed 
to-day, are so frequently altered by the developments 
of to-morrow. I shall not dwell upon the succession of 
causes which led up to the present commercial conditions, 
except to say that when a series of bountiful harvests, 
coupled with the unparalleled prosperity to which they 
so largely contributed, set the American people going at 
so swift a pace, getting faster and faster each day, it 
was not to be wondered at that a sudden jar and smasbh- 
up in 1907 was the signal that the time had come to 
stop and readjust things. The difficulty which arose as 
the result of this abnormal business still confronts us 
today—that of legislating against bad methods of busi- 
hess without harming the legitimate effort as well. With 
such a liberal supply of poison being furnished to the 
American mind by the stories of “Frenzied Finance” and 
hundreds of yellow journals and muckraking magazines, 
is it any wonder that the average man, who is easily 
influenced by a plausible tale, is inclined to believe these 
inflammatory statements? And is it remarkable that the 
Political windjammer, who cries out with dramatic elo- 
quence that because a man is rich he must be dishonest, 
and because a corporation is successful it must be 
crooked, and because it is doing a big business it must 
be a trust, throttling the small competitor and grinding 
him to powder under its remorseless feet—is it any 
wonder that this politician, whose chief ambition is to 
Secure or retain public office, should eagerly seize upon 
the credulity of the average business man and utilize it 
for his own benefit? That this business man is a dis- 
ciple of the big talker is clearly shown by the resigned 
patience with which he awaits the predicted “downfall 
of the Interests,” and by the personal sacrifices which 
he makes, in the belief that he is helping to “pay the 
Price” to overthrow the all-powerful trust. As long as 
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address entitled ‘“‘An Appeal for Fairness,” delivered 
he Traffic Club of Pittsburgh, Pa., November 9, 1911. 
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this average business man—and I mean the merchant of 
the small town or the small merchant in the large town 
—remains in that frame of mind, just so long will he 
be the tool by which the politician retains his office. The 
average political spellbinder doesn’t care a straw for 
most of the things he shouts so loud about—he is simply 
joining in with the rest of the popular outcry and help- 
ing to swell the noise so loud that the conservative voice 


of the man of affairs—the man who pays the freight— 
is drowned out. 


It has been said that we are-passing rapidly through 
the period of the popularity of the demagogue, but that 
we still have ahead of us’ two other periods—one the 
realization of and opposition to the demagogue, and the 
other the repudiation and overthrow of the demagogue. 
I pray that these two periods may come quickly, and I 
should almost be ready to predict that by the end of 
1912 the working people—from bitter experience of 
shorter hours, and in many cases no work at all, for the 
deserving laborer with a family to support, who is eager 
and ready to work if he could but have the chance—will 
have their eyes opened to the basic cause of their adver- 
sity. 

Prosperity is the one great essential feature of our 
national life, and the public leader who will take up a 
campaign in behalf of business, regardless of his party 
or his politics, will command the majority of votes all 
over the country. We have a business establishment 
maintained in the name of the people of the United 
States at Washington, D. C. Why should we not have 
a business management with a business man to run it? 
Don’t misunderstand me to deplore that legislation which 
has curbed the wild mania of unreasonable business and 
which went so far beyond the lines of economic progress 
as to bring the inevitable result when the pendulum of 
popular opinion swung back the other way. I am a firm 
believer that the corporation which does an interstate 
business should be responsible to the government for its 
actions, and that certain regulations should be prescribed 
for the proper conduct of its business, and that, as far 
as possible, these regulations should not conflict with 
the laws of the various states in which it operates, but 
I believe that the government must have the authority, 
if necessary, to prevent an interference with its regula- 
tions by any state laws with which they might be at 
variance. In other words, that the corporation should 
have only one master whom it serves and not 48 dif- 
ferent masters. 


In a short time Congress will assemble again at 
Washington, and both parties are expected to vie with 
each other in passing so-called popular measures so that 
each may maneuver into a good tactical position for the 
coming campaign. Whether these measures hurt the 
business of the country or not seems to be a minor con- 
sideration, and, from my observations, I am forced to 
concur with the ideas recently expressed by Mr. James 
J. Hill—that the people as a whole have very little con- 
fidence in the commercial aptitude of Congress and its 
ability to remedy the conditions which now seem to 
depress business. It seems to me quite natural, how- 


ever, that this should be so when we reflect that in this, 
the greatest commercial nation of the world, upon whose 
prosperity depends the prosperity of the world, where we 
have over fifteen millions of people engaged in trade 
and manufacture—yet we have less than 50 members of 
There are said to be 


Congress who are business men. 
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135,000 lawyers in the United States, and yet they are 
represented by 212 lawyers in our national Congress. 
These lawyers, learned as they may be in the law or 
in the theoretical side of business, cannot, because of a 
lack of actual experience, know the commercial needs 
of the country as those men know it whose very bread 
and butter, the happiness and welfare of whose families 
and those nearest and dearest to them are entirely de- 
pendent on their insight into and their thorough mastery 
of the commercial problems of the day. 

The extremes to which some of our public men seem 
to be driving are illustrated in the fact that during the 
last session of Congress a bill was introduced in the 
United States Senate, with the support of a number of 
senators, whose object was to bring about a recall of 
the Supreme Court judges simply because they decided 
a case based on law and evidence and because that 
decision was not popular with the people at large, who 
know neither the law nor the evidence. Another group 
of senators attempted legislation to legally forbid the 
United States courts from pronouncing any act of Con- 
gress unconstitutional. Their idea apparently is to allow 
Congress, moved by any wave of sentiment, to vote away, 
by a bare majority, the very foundations of our com- 
mercial and domestic life. Had that bill become a law, 
a majority of Congress would have been able to con- 
fiscate private property, enact class legislation, exempt- 
ing some and disabling others; in fact, this might have 
pulled down the only protection we have against the 
misuse of high office by those temporarily in power. It 
was only by the veto of the President himself that a 
step in this direction was stopped after both Houses of 
Congress had approved and endorsed the new statehood 
bill, including the recall of the judges. 


You also doubtless remember the statement made in 
a public address during the past summer, by the attorney- 
general of the United States, the highest official in our 
Department of Justice, that in his belief the government 
should fix the prices of the leading commodities. Has 
anything more radical than this ever been suggested? 
None of the reformers of the old countries in their wild- 
est moments would have dared go so far as to attempt 
to take possession of the industry of the greatest com- 
mercial nation the world has ever known, by dictating 
to the man who makes his livelihood at his trade, at 
what price he shall sell the product of his labor, leaving 
him only the duty of providing the cost. 


Is it, therefore, remarkable, in the face of these con- 
ditions and these efforts by our highest legislative body 
to set aside the Constitution of the United States, with 
its guarantee of life and liberty to all, to attempt to dic- 
tate to and remove the judgment from the greatest tribu- 
nal the world has ever known, our Supreme Court, be- 
cause it was not influenced by popular clamor—is it any 
wonder that in spite of the very attractive prices offered 
in many directions at the present time, the man with 
money to invest should hesitate, particularly the for- 
eigner who is seeking American enterprise and who often 
sees only the surface indications of commercial upheaval 
without realizing the sound, underground basic conditions 
of American industries? Is it any wonder that he should 
hold off or that the capitalist should let his money lie 
idle in the bank? And there seems to be little or no 
chance that the man who is ambitious for the plaudits 
of the people will change his tactics as long as this sort 
of utterances are being made by the highest of our public 
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office holders and as long as the demagogue mimics 
them in his pose as the “champion of the downtrodden 
masses.” Because a number of people make large for. 
tunes in time of prosperity is no argument against pros- 
perity itself. The man who makes a thousand dollars 
should not complain because another man makes tep 
thousand. It is all in the long run a matter of brains, 
and has been since the world began. If Almighty God 
had intended people to be equally prosperous, He would 
have made ail brains of the same dimensions. Discop- 
tent and jealousy of the more successful have always 
existed, and they always will continue to exist, and it is 
only because these feelings are now being catered to 
by the politicians and being encouraged by such inflam- 
matory speeches as I have mentioned that they are daily 
growing worse. We are drawing the lines closer and 
closer around our great corporations and making it 
harder and harder for our railroads to maintain their 
earnings; other countries, however, are taking directly 
the opposite course, and doing everything in their power 
to encourage and build up their industries which furnish 
employment and profit to the whole people, while ours 
here are now being choked into increasing dullness. 
These vast expenditures, which would be of immeas- 
urable benefit to the business world, are steadily de- 
creasing, and the country as a whole is suffering accord- 
ingly. 

The latest example of this policy of “De-Struction’” 
is the government suit to dissolve the United States 
Steel Corporation. I am inclined to share the view that 
if this attitude of antagonism to large business interests 
is to continue at Washington, then it is well to have this 
suit started and prosecuted to as early a verdict as 
possible, so as to remove the doubt and uncertainty 
which exists to-day; but 1 fail to see why the government 
should not first have discussed the situation informally 
with the officers of the steel corporation (and I am 
reliably informed that they made no attempt to do so) 
and pointed out the particular instances in which it 
thought the steel corporation was operating against the 
law as now interpreted by the Supreme Court. I believe 
that the officers of the steel corporation would have not 
only met them half way, but would have even gone 
farther than their own lawyers themselves might think 
necessary, and would have done their level best to 
comply with the administration’s ideas. I form this opin- 
ion, not upon any theory or wild guess, but upon the fact 
that ever since the steel corporation was organized the 
firm with which I am associated has had large and con- 
stant dealings with them, and I am glad to bear this 
public testimony to the fact that their method of busi 
ness and their attitude towards their customers and the 
public have always commanded our respect. Never have 
they attempted to dictate to us as to where we should 
buy nor in any way hampered us when our purchases 
went to their competitors, the “outside mills.” They 
have never dominated us or shown any evidence of 
trying to create a monopoly in any line of goods we 
handled. It is true, the steel corporation has been th« 
means of maintaining a higher general market in steel 
products than a “cut-throat” competition would have pro 
duced, but that policy has proven the salvation of mil- 
lions of people in such times as 1907-1908, when any sig” 
of weakness on the part of the steel corporation would 


have caused the instant collapse of all kindred lines. 


with the consequent shutdown of hundreds of factories: 
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and then hundreds of thousands of honest workmen 
would have been idle and starving and driven to all 
the crimes and discontent which such a situation de- 
yelops. The steel corporation, however, was the balance 
wheel of trade during these trying times, yet I don’t 
know of an instance in which it used force or coercion, 
either with its competitors or customers. One of the 
most misleading facts which has militated against the 
steel corporation has been its published statement of 
profits of from ten to fifteen dollars a ton. This seems 
enormous on the face of it, but when analyzed into its 
component parts, each of the industries which combine 
to make these totals does not show an unreasonable 
margin. I mean such different operations as the mining 
and transportation of ore, the furnaces, the mills and 
the many other steps intermediate to the finished prod- 
uct, each of which might be a separate industry in itself. 
The United States Steel Corporation was organized under 
the law and has operated with the utmost publicity, and 
its officers have, I know, done their level best to find 
out just exactly what laws applied to them so that they 
might observe them to the letter. If the ownership of 
the Tennessee Coal & Iron Company or other large 
properties which they now control, is in contravention 
to the law, is it not fair that, before a dissolution suit 
is entered out of a clear sky, they should be given a 
chance to dispose of these properties by the same author- 
ity which gave them permission to acquire them? It 
isn’t as if everybody has always known what the law 
wags and that the steel corporation might have realized 
that it was breaking the law, for nobody, even the heads 
of the Department of Justice themselves, have been 
willing to express an opinion on which business might 
shape its course. Until the Supreme Court announced 
its decision in the oil and tobacco cases no one knew 
where to draw the line, and even now it seems almost 
as difficult. 

And in the light of all this,as a reward for their strict 
adherence to a policy marvelous in its broadness of con- 
ception and its execution along lines of fairness, abso- 
lutely above board and open to public inspection, the 
reward for it all is a suit in which the basis of com- 
plaint boils down largely to the fact that the steel cor- 
poration is too big and too powerful and the powers at 
Washington have decreed that it shall not have an oppor- 
tunity to readjust itself to what the government now 
thinks right and proper. It is to be crucified on a cross 
of polities, and with it will be crucified the hundreds 
of benevolent and charitable institutions whose endow- 
ments include large amounts of the corporation’s bonds, 
and also will be crucified hundreds of thousands of inno- 
cent holders of the stocks and bonds of the corporation, 
who have invested their savings, based, not only upon 
their faith in the corporation itself and in its well- 
established policies, but more particularly based upon 
the implicit confidence in that government which not 
only approved, but permitted, the formation of the steel 
corporation, but which, for a space of more than ten 
years, with the same laws on the books as now existing, 
has never even intimated that the steel corporation was 
out of line. On the contrary, under a previous adminis- 
tration, the government, through its highest official, gave 


its approval of the steel corporation’s course in a time 
Of great stress, 


Hence we may truly say that political agitation to- 








THE TRAFFIC WORLD AND TRAFFIC BULLETIN 815 


day is freezing the life blood in the arteries of com- 
merce, 


A recent writer has said, “There seems to be only 
one remedy. Let the malady run its course and let the 
hard times which it produces convince the people that 
the golden goose has been killed, and also who killed it; 
then they will turn and rend the politician and trample 
down his politics.’ Just because the political dema- 
gogue and spellbinder has the stage and is making more 
noise than we are is no reason why he should continue 
to do so when we have at our command an instrument 
which would soon reverse things and put the horse back 
in front of the cart, and that instrument is the Voice 
of Business. The same politician who is so eager to 
help throttle business to-day will be equally anxious to 
flop across to the other side of the fence if he finds 
that course more popular. 


Therefore, let the business men of the country see 
to it that their voices are heard advocating a fair chance 
and a squafe deal for business. Let it be understood 
that what we-want is work for the laboring man and 
full time for our factories, and that this can be brought 
about only by fair treatment of our business interests, 
particularly the railroads, which are our greatest interest 
—that if the laborer is to receive the high wages which 
are characteristic of this country, then the products of 
his labor should bear their fair proportion of his in- 
creased salary—that if the railroad must pay more for 
everything it buys, including its labor, that it should, 
in fairness, be allowed to so increase its selling price 
as to be enabled to run full time, employ all the labor 
possible and secure a reasonable return on the invest- 
ment of its owners. The only practical way to accom- 
plish this is for the business men of the country to 
stand together and demand this platform from all candi- 
dates for public office, without regard to political faith 
or partisan politics; and the candidate who in 1912 will 
stand for this idea and demand a square deal for busi- 
ness will sweep all opposition before him. It remains 


for the business men to put in motion this most irresist- 
able force, 


You railroad men see to it that your traveling freight 
agents and your local agents are intelligently schooled 
just how to convey this idea to merchants all over the 
country; and you shippers can work wonders if your 
traveling salesmen could be taught how to preach the 
doctrine of sane and fair treatment of the very life and 
backbone of this country—its commerce. Don’t trust 
your representatives to know how to do it, but teach 
them how. It is well worth your while, but it cannot be 
done in a half-hearted way. Think how easy it is to get 
the co-operation of the press all over the country, par- 
ticularly in the rural districts, if the majority of adver- 
tisers are enthusiastic on this idea. As representing a 
house which employs between 400 and 500 traveling 
salesmen, I speak from a knowledge of the facts when 
I say that I know this is not a wild dream. It is a 
practical possibility and can certainly be accomplished 
if a concerted and intelligent effort is made along the 
right lines. The country is ready for it and will respond 
heartily. And right here let me plant a danger signal 
and sound a warning: Don’t let anyone interject any 
individual ideas or disrupt the common good by selfish 
attempts to serve one section or one industry rather 
than all, or by any well-meant effort to help the railroad 
or excuse the trust. Our policy must be ag liberal as 
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the air we breathe and as broad as this glorious country 
of ours; and he who leads such a cause will find support 
in every city of the Union, and will in years to come 
be looked upon as one of the greatest men the country 
has ever known, the up-builder of its commerce, the man 
who had the courage to stand against the popular furor 
and to win an everlasting victory with the greatest argu- 
ment which can appeal to the minds of the American 
people—a demand for fairness, common sense and a 
square deal. 


Morristown Case Submitted 


Washington, D.C. November 10.—G.M.Stephens made 
the opening argument before the Commission last Firday 
for the Board of Trade of Morristown, Tenn., against the 
Atlantic Coast Line, in which they are complaining of 
a rate of $1.10 from New York as against $1 to Knox- 
ville, the same difference being observed in commodity 
rates. Potential water competition was onegof the big 
factors in the matter, and Mr. Stephens gave it just 
a bit of consideration. 

“Potential water competition,” said Mr. Stephens, “is 
the possibility of freight transportation on a heavy dew.” 
He then sarcastically recited the testimony as to trans- 
portation on the Tennessee River, which furnishes the 
claim that there is potential water competition at Knox- 
ville, the testimony being that two barges of sand and 
one of cement had been recently moved on the river, 

Frank M. Gwathmey and W. A. Northrup defended 
the carriers. They claimed that the rate contended 
for by the Morristown complainants would be dis- 
astrous to the Atlantic Coast Line and the L. & N. 
They objected to being required to put the Knoxville 
rate into Morristown, either from the East or the West; 
also to the establishment of a proportional rate on mer- 
chandise from Central Freight Association territory, be- 
cause rates to and from Knoxville are unreasonably low 
because of water competition on the Tennessee River and 
market competition which acted upon the carriers. 

Commissioner Prouty forced the admission that the 
development of Knoxville had been under the $1 rate, 
which he referred to as a preferential rate, and said 
that he could not yet see why Morristown should not 
have an equally low rate. 

This brought on an animated discussion between Mr. 
Northrup and Commissioner Clark, which developed the 
fact that instead of—in the Johnson City case—carrying 
out the Commission’s order putting rates between John- 
son City and Morristown on a parity by lowering the 
Johnson City rate, the carriers increased the Morristown 
rate. 

Mr. Northrup argued that the Knoxville rates do not 
pay; that they were put in on the theory that half a 
loaf is better than none at all, and they have been kept 
in because it has been found to be impossible to raise 
them. He characterized the Morristown rate as one that 
treats on everything in creation, concluding that thought 
by saying that Morristown needs no further help; at 
least from the railroads. He shuddered, figuratively 
speaking, when he said that application of the Knoxville 
rates to Morristown would force a review of the Chat- 





tanooga long-and-short-haul case and of every case like - 


it. In conclusion, he urged the great age of Knoxville 
as one reason why the Commission should become mem- 
bers of the “Let Us Alone Club.” 
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PACKINGHOUSE RATE CASE Up 


Squabble Over Adjustment in and out of Fort 
Worth, Oklahoma City and Wichita 
Left with Commission 


THE TRAFFIC SERVICE NEWS BUREAU, 
WESTORY BUILDING, WASHINGTON, D. c. 

Washington,-D, C., November 10.—The exceptionally 
troublesome matter of cattle rates into and products 
out of Oklahoma City, Fort Worth and Wichita came 
before the Interstate Commerce Commission for argu. 
ment Wednesday, with the admission on the part of 
everybody that all attempts to adjust it, made by the 
carriers, some with and some without consultation with 
the packing interests, have resulted merely in confusion 
worse confounded and utter failure. 

T. J. Norton, counsel for the Santa Fe, said at the 
beginning of the argument that the railroads had ex. 
hausted all efforts to make rates satisfactory to all 
parties in interest. All he asked, therefore, was that if 
the Commission found it necessary to order reduci'ons, 
that the reductions be made as small as possible on the 
theory that cattle rates, at best, are not as remunerative 
as they should be. 

That being the case, the tariffs increasing the rates 
will all probably be withdrawn, on less than statutory 
notice, that action having been taken to-day by the 
Rock island and Santa Fe. The Commission consented 
to the withdrawal on application made by Mr. Norton, 
who said that when the tariffs were examined it was 
found they included rates which those carriers did not 
care to have considered at all in connection with the 
insinuation, as it is claimed to be, of Oklahoma City, 
that a combination of packers at Fort Worth and Wich- 
ita has brought about a situation that puts Oklahoma 
City at an undue disadvantage. It is understood that 
the other roads will do likewise, thus leaving the Com- 
mission to take the initiative. 

At the beginning of the argument, the Commission 
decided to consolidate its I. & S, No. 56 and complaints 
Nos. 4262 and 4004. 

G. A. Henshaw, appearing for the Oklahoma railroad 
commission, made the opening argument.and stated that 
it was the desire of the Oklahoma commission to make 
its rulings on lines to meet the rulings of the Interstate 
Commerce Commission. He outlined the growth of busi- 
ness in Oklahoma, and said that in making its rates 
the Oklahoma commissioners have discriminated against 
no parties or interests. As a matter of fact, they have 
asked the Commission for lower rates on coal and oil, 
although both articles are produced in ample quantities 
for its requirements within the txiuaers of the state. 
He asserted that in the commercial world state lines are 
not known. No state has a right to put a rate in so 
as to penalize some other states. If it is reasonable, it 
cannot be prejudicial to other states. The 
are not contesting the Oklahoma rates, nor is Oklahoma 
fighting merely the railroads; it is similar industries i0 
other states who are back of all this fight. 

This case is to determine on a relative basis witb 
packing houses west of the Mississippi River, from those 
points to west, northwest and south. ‘the rate via the 
Texas & Pacific from El Paso to Fort Worth is 1% 
cents, or 13.6 mills per ton per mile; to Oklahoma City 


railroads 
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47.2 cents, or 18 mills per ton per mile, and to Wichita, 
4 distance of 609 miles, is only 40 cents, or 12 mills 
per ton per mile. Via the Orient Line, involving a 
two-line haul, the rate to Wichita is 30.6 cents, and 
to Fort Worth, 23 cents; other lines show equal dif- 
ferences in favor of Fort Worth. This shows the dif- 
ference on inbound products. This is not done to work 
against either Wichita or Fort Worth, but that the 
matter should be fairly presented and each locality be 
placed on a fair basis. They may criticize Oklahoma 
rates, he said, as being a little high, yet they were put 
in to meet conditions as they existed. 

As to outbound products, the condition is much 
worse. The main key to that situation in the North- 
east is St. Louis, 260 miles distant, more or less, ac- 
cording to which railroads are used. He said he does 
not think there should be a differential of 7 cents there. 
The rate to St. Paul is a 40-cent differential under the 
Oklahoma City rate. East of the Mississippi River the 
minimum is 53 cents, in some instances; in connection 
with the last-mentioned rate Fort Worth is at the same 
disadvantage. They have no rate in Oklahoma that 
conflicts with rates that have been made by the Inter- 
state Commerce Commission after investigation. The 
Commission, he said, should make such rulings as will 
take care of the Oklahoma interests, and with such 
knowledge of the conditions that it will not be necessary 
for the Oklahoma commission to make any move in 
opposition, and if there should arise such condition, then 
they should be able to come back to the Interstate 
Commerce Commission and show the error. 

S. H. Cowan, representing the Texas Cattle Raisers’ 
Association and the Live Stock Association of Texas, 
went into the facts connected with the making of the 
rates and the groupings, as they have been successively 
formed, to Kansas City. He maintained that if the 
Commission should fix a differential for Oklahoma City 
of 15 cents under Kansas City, it would almost meet 
the rates which the Commission has already fixed, 

Commissioner Prouty, who took the testimony, in- 
terrupted Mr, Cowan to remark that to him it seemed 
necessary to put in a distance scale in that territory 
from comparatively near points. He added that for 
more distant points differentials might be established. 

To that Mr. Cowan rejoined that that would give 
Kansas City an advantage. Commissioner Prouty wanted 
to know why cattle should move over unnatural routes. 
He thought that the Commission should give Oklahoma 
City the benefit of a distance scale. 

Mr. Cowan said that if the Texas system were ap- 
plied to interstate rates in that part of the country 
there would be a reduction of about 10 per cent. 

“Well, if the Texas system is right,’ interjected 
Commissioner Prouty, “why shouldn’t we adopt it?” 

Mr. Cowan did not care to discuss that point, say- 
ing that he had merely referred to the fact so as to 
warn the Commissioners against the assumption that 
might be created by the frequent reference to the Texas 
rates. Mr. Cowan went on to say that for short hauls 
the Texas system gives a higher return than on 500 
and 600 mile hauls. 

In conclusion, Mr. Cowan said that without doubt, in 
his mind, the rates to St. Louis are too high and sev- 
eral of them are poorly adjusted. He said that the 
adjustment at Memphis is much better, He used the 


adjustment at that crossing, not because he deems that 
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a proper basis, but merely an example of good adjust- 
ment. 

Commissioner Prouty interrupted a discussion of the 
relation of distance to the rate, to remark that the 
packing houses at Wichita, Oklahoma City and Fort 
Worth have no natural advantages. Therefore, he 
wanted to know what the Commission should do with 
a situation which the railroads and everybody else con- 
cerned has admitted is too much for them. 

William E. Lamb, representing Wichita, said that 
city is not here to say that rates to Oklahoma City 
are too low or too high. He said that all Wichita 
asks is the preservation of such natural advantages as 
it possesses. One of his foundation remarks was that 
the old Kansas scale, voluntarily made and established 
by the carriers, would cut many of the rates now in 
effect to Kansas City, to Fort Worth, San Antonio and 
other points. He said nobody every seriously contended 
that that scale was scientifically made, because for 
zones greater than 400 miles the increase for each 100 
miles was 4% cents. For the 100 miles between 300 
and 400 miles, the increase was only 2 cents. 


In answer to a question by Commissioner Prouty, 
Mr. Lamb claimed Wichita should have a differential 
under Kansas City. From the upper corner of the 
Texas Panhandle, he claimed Wichita should have a 
differential under Fort Worth, because it is nearer. 

Mr. Lamb said that, to his mind, there is no justifi- 
eation for the application of the Kansas City rates to 
Wichita business originating south of the Red River 
and east of the Kansas City, Mexico & Orient. 

He made elaborate comparisons of distances, all 
tending to show that Wichita’s mileage is not, at the 
most, more than 172 greater than Oklahoma City’s, and 
by the shortest route it is only 113. That shortest 
mileage he figured via the T. & P. and K. C. M. & O., 
a route the other attorneys in the matter had not con- 
sidered at all. He took them by surprise on that. 
Inquiry among the traffic officials showed that business 
from Texas does move via that through route, although 
in the briefs no reference is made to it. He repelled 
what he called the insinuation that Wichita and Fort 
Worth had combined to put Oklahoma City at a disad- 
vantage, and suggested that if there was any natural 
combination it would be found between Fort Worth and 
Oklahoma City. 

At the afternoon session Mr. Lamb discussed the 
rate groupings in Texas, with a range from 33 1-3 to 48% 
cents. It is impossible, he claimed, to change the rates 
in, Texas owing to the acts of the Texas commission, but 
he suggested that these rates can be extended to Okla- 
homa City and Kansas City, with a differential in favor 
of Oklahoma City of 16 cents. He contended that whether 
the Commission follows a distance or grouping scale, 
specific rates should be made, based on whatever scale 
is taken. Taking a composite scale giving 14 cents for 
the first 100 miles, graded back at the rate of one-half 
cent for each five miles between 100 and 200 miles, 5 
cents, or 21% mills, for each five miles beyond 200 miles, 
they use 10-mile distances at 3 cents per 100 miles. This 
would give hog rates of 15 cents, 20% cents, 24 cents, 
27% cents and 30% cents, on hundreds, up to and in- 
cluding 500. pounds. 

Referring to the outbound product, on which there 
is the most competition in this territory, the plant must 
have reasonable inbound and outbound rates if they are 














to compete. He also called attention to the fact that for 
many years previous to 1910 the rate was 19% cents to 
the Illinois-Indiana state lines. By the imcrease in May, 
1910, the local was increased to 24% cents, and to Chi- 
cago to 2914 cents. 


James C. Jeffery appeared in the interest of the Ft. 
Worth Stock Yards, and started off with a history of the 
rates themselves, and stated that all the present fight 
is over the differential between Fort Worth and Oklahoma 
City, and especially with the reduction on dressed meats. 
At no time has the differential northbound been greater 
than 41% cents on packing-house products and 7 cents on 
dressed meats. When the change was made there was a 
rate of 3 cents made on fresh meat, but the reduction on 
packing-house products was only one-fourth cent.. This 
applies to St. Louis and Chicago. 


Broadly speaking, he claimed that Oklahoma has an 
advantage now, and it is simply a case of Oklahoma City 
trying to increase its advantage. Mr. Jeffery referred 
in his remarks to a map prepared by him to show that 
to eastern markets Oklahoma City has a big advantage, 
while Fort Worth suffers because there is no adequate 
adjustment through Vicksburg. He insisted that if there 
is a readjustment of rates to the Mississippi crossings, 
that Fort Worth shall be given a differential via Vicks- 
burg which shall fully compensate for any loss via East 
St. Louis. He insisted that, using the basis of the present 
adjustment to St. Louis and Memphis, the roads able to 
use the Vicksburg crossing are entitled to a 12-cent dif- 
ferential. 


H. G. Herbel, representing the Iron Mountain and 
the Texas & Pacific, addressed the Commission briefly, 
saying that inasmuch as those roads do not touch Okla- 
homa City, their only interest in this case is that of 
Fort Worth, and then he yielded to E. B. Boyd, who told 
about Fort Worth’s efforts to regain the position she 
had before competition had sprung up all around. He 
told of negotiations that took place between Fort Worth 
interests and the carriers that serve them, especially the 
consideration they gave to a proposal to adopt a mileage 
basis so as to give Fort Worth the advantage of her 
location. He said that all practical considerations forced 
them to give up all thought of such an adjustment. 

Mr. Boyd made the declaration that St. Louis is not 
now and never was the crossing that made the rate to 
the Atlantic seaboard. He said that to this day the com- 
bination of locals on Memphis is the controlling factor. 
The St. Louis proportional, he said, was made to adjust 
St. Louis to Memphis. 


He said the conclusion of the whole matter is that 
the Tron Mountain and the T. & P. figured that as a 
mathematical fact the Fort Worth differential should be 
4.21 cents under the Oklahoma City rates, because Fort 
Worth, via Memphis and Vicksburg, is nearer points of 
consumption in Trunk Line, Atlantic seaboard and Caro- 
lina territories. Mr. Boyd submitted figures showing that 
to nearly every big consuming center north of the Ohio 
and east of Indiana, Fort Worth has the mileage advan- 
tage via the lower Mississippi and Ohio River crossings. 

Luther M. Walter, representing Morris & Co., em- 
phatically declared that the lines south of the Ohio do 
not assent to the routes via the Mississippi and Ohio 
River crossings. Another declaration as to what he 
sarcastically called the T. & P. fair adjustment, was that 
the Frisco is the one that is bearing the burden which 
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he inferred Mr. Boyd was claiming his roads are bearing. 
The T. & P. is not bearing any of the brunt. All the 
way through his argument, Mr. Walter impugned the 
honesty of the Fort Worth packers and the Fort Worth 
carriers. He declared that the Fort Worth statisticians haq 
used rates that have not yet been established and some 
that have been cancelled in arriving at the figures show. 
ing that Fort Worth is entitled to a differential under 
Oklahoma. He declared that the figures had been manipv- 
lated in a way to shame Ananias and that the true ex. 
planation is to be found in the fact that the carriers 
are still more tender about the man who has the tonnage 
now than they are about the man who is trying to pro- 
duce tonnage. In other words, that the cut in the dif. 
ferential had been forced by the big packing interests long 
established at Fort Worth and Wichita, so as to shut out 
the new ones at Oklahoma City. This hostility, he said, 
began to be manifested as soon as the Oklahoma packers 
began buying in Texas, and it is now being manifested 
by almost daily changes designed to put Oklahoma City 
at a still greater disadvantage. 

There were murmurs of surprise among the Commis- 
sioners when Mr. Walter declared, and had his declara- 
tion backed up, that the Oklahoma City people are forced 
to pay the Chicago rate on business right at the doors of 
St. Louis, the Chicago proportional of five cents not be- 
ing available tor them on shipments to interior Illinois 
points. He declared that on local shipments to St. Louis 
they are put at the same disadvantage. 


Commissioner Prouty said, sotto voce, that such a 
discrimination seemed to be inconceivable. 


Mr. Jeffery, in his argument, implored the Commis- 
sion not to fix a hard-and-fast relation between beef cattle 
and hog rates, saying that until he had read Oklahoma 
City’s brief he had no idea that any point on that would 
be made in this proceeding. He said that if anything 
of the kind is in the minds of the Commissioners he hoped 
they would permit him to offer testimony on the point, 
because the percentages suggested by the carriers and 
the Oklahoma interests did not appeal to his clients, the 
Fort Worth packers, and the stock yards company. 

While Mr. Walter was speaking, one of the Armour 
traffic men asked what the relation between the hog and 
beef cattle rate from Amarillo was. He suggested that 
the rates are the same. 


“That’s so because you forced the carrier to make 
them the same for the purposes of this hearing,’ snapped 
back Mr. Walter. The case was submitted when he fin- 
ished his argument. 

Walter BE. McCornack appeared for Schwarzschild & 
Sulzberger of Oklahoma City. 


REOPENS SAN PEDRO RATE CASE. 
Sacramento, Cal., November 10.—The harbor rate 
case, involving rates between Los Angeles proper and 
San Pedro, has been reopened by the state railroad 
commissjon upon petition of the railroads. 


TRAFFIC CLUB HOLDS SMOKER. 


An election night smoker was held by The Traffic 
‘ Club of Chicago Tuesday of this week. About 200 mem- 
bers and guests were in attendance. Entertainment w45 
furnished by The Traffic Club Chorus. 
ewas served. 


A buffet luncheon 
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LEAGUE TO MEET NEXT WEEK 


Industrial Traffic Men to Hold Annual Fall 
Session at Chicago—Docket of Meeting 













A call has been issued for the annual fall meeting 
of the National Industriai Traffic League at Chicago next 
week. The business sessions will open at the Congress 
Hotel, November 16, at 10:30 a. m. A banquet, to be 
addressed by men prominent in the industrial and rail- 
road traffic world, will also be held. 

The docket of the business sessions follows: 

Election of Officers: 

(a) President, 

(b) Vice-President. 

(c) Secretary-Treasurer. 

(d) Board of Directors. 

(e) Honorary Vice-Presidents. 

Bills of Lading: 

(a) Uniform. 














































































































(b) Standard. 
(c) Bill Relating to Bills of Lading. (Congress.) 
Natural Shrinkage and Discrepancies in Blevator 





Weights. 

Refund of Overcharges Developed in Revising Billing. 

Causes Due to Delay in Settlement of Claims and 
Remedies Therefor. 

Proposed Changes in Uniform Code of Demurrage and 
Car Service Rules, 

Switching Absorptions. 

Terminal Deliveries, 

Uniform Classification: 

(a) Uniform descriptions, package requirements and 
ninimum weights, 
(b) Uniform 

classes. 
Southern Classification—Publicity of Docket. 
Prepayment or Guarantee of Charges. 
Western Classification Changes. 
Western Classification, Meetings of Sub-Committee. 
Minimum Charge on Single Shipments. 
“Clearance Bill.” (Before Congress.) 
Minimum Weights Upon Carload Shipments. 
Inspection of Freight at Large Terminals. 
Incomplete Expense Bills. 
Tracing of Freight. 
Reduced Rates Upon Returned Shipments. 


Weights to Govern in the Assessment of Freight 
Charges, 














ratings and numbered and lettered 


















Baggage—Maximum Dimensions of. 
Committee Reports. 












AUTHORIZES PURCHASE OF STOCK. 


Albany, N. Y., November 10.—The public service 
commission, second district, has authorized the New York 
Central & Hudson River Railroad Company to purchase, 
acquire, take and hold the outstanding shares of stock 
of the Carthage, Watertown & Sackett’s Harbor Railroad 
Company not already owned by it, and to purchase these 
at a price not to exceed $125 per share. The outstand- 
ing stock of the company consists of 215 shares of pre- 
ferred stock and 4,650 shares of common stock. The 
New York Central at the present time owns 204 shares 
of preferred stock and 4,623 shares of common stock. 
The Carthage, Watertown & Sackett’s Harbor Railroad 
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Company was leased in 1872 for the term of its cor- 
porate existence to the Utica & Black River Railroad 
Company, which lease has been assigned to the Rome, 
Watertown & Ogdensburg Railway Company and assumed 
by the New York Central. 





Argue Express Rate Case 


THE TRAFFIC SERVICE NEWS BUREAU, 
WESTORY BUILDING, WASHINGTON, D. C. 

Washington, D. C., November 10.—The Interstate 
Commerce Commission heard final arguments in the sec- 
ond Kindel express case last Friday. The opening 
plea was made by Charles W. Stockton for Wells, Fargo 
& Co. He held that the rates between the Missouri River 
and Denver are reasonable. Express business, he said, 
contemplates and consists almost wholly of the small 
package. He disputed the contention that there is an 
aggregation of small packages and said that the sugges- 
tion on that head is of no weight, saying that the aver- 
age is but 30 pounds. Mr. Stockton said that this is 
either a demand for a rehearing or a petition for the 
Commission to reverse its former ruling, the same prac- 
tices and rules being under discussion. He remarked 
that there is a lowest and a highest reasonable rate, else 
the Commission would not be confined to the prescription 
of maxima rates. 

T. B. Harrison, for the Adams Express Company, 
argued that no rate-maker ever made up a rate based 
wholly on expense; that, while the expense of handling 
through business is usually less than that attaching to 
local, the fact in this case is otherwise, on account of 
one Or more expensive transfers at Chicago, Omaha or 
Kansas City. The lowest freight rate between New 
York and Denver is $1.89, all-rail, and rail-and-water, 
$1.74, and express rates are not out of proportion. Ex- 
press rates to Colorado and Wyoming have been reduced. 
He scorned the suggestion that a reduction in rates 
would result in a remarkable increase in business, All 
express companies have adopted the single instead of 
the old double graduate, but there has not been much 
change as a result. 


A. Vogl, representing the complainant, said condi- 
tions now are not as they were at the time the original 
Kindel case was tried. The bulk of the business moves 
intg Denver on the 100-pound rate. He contended that 
the wide discrepancy between the $3.50 rate for a 500-mile 
haul west of the Missouri needs explanation and justi- 
fication, when the $2 rate for an equal distance east- 
ward is brought to view. He further claimed that in 
the present case the business moving on the sum of 
the locals is much greater than in the former, 

Mr. Vogl suggested that there are a number of 
classes of contracts between the express companies and 
the railroads that need to be examined by the Com- 
mission, and that they must be taken into consideration 
before there is a determination of the question. He 
argued that contracts tending to keep up or increase 
rates are fully within the power of the Commission, and 
that the burden is on the express companies to justify 
rates, which, to the complainants, appear to be ex- 
orbitant. : 

The defendants feel that the rate from New York 
to Denver should not exceed $7; that $1 is enough dif- 
ference between Denver and Texas rates. 












ENJOINS NEW MISSOURI RATES 


United States Circuit Court Holds Up Reduced 
Iron and Steel Articles Schedule 





Kansas City, Mo., November 10.—The reduced rates 
on iron and steel articles which the state railroad com- 
mission attempted to put in by a new distance tariff 
promulgated August 28, have been enjoined by the United 
States Circuit Court for the Western District of Mis- 
souri, pending a trial of the question of the reasonable- 
ness of the proposed charges and the alleged interference 
with interstate commerce. Roads benefiting by the in- 
junction proceedings will be required to file bonds for 
$5,000 each to guarantee payment of reparation should 
the reduced rates finally be permitted to go into effect. 

The order of the court follows: 

“This cause came on for hearing this 10th day of 
November, 1911, upon complainant’s application for a 
temporary injunction. The complainant, the attorney- 
general, and the defendant railroad commissioners ap- 
peared by counsel; the other defendants having been 
notified of the hearing and appearing by J. H. Atwood; 
and the court, being fully advised in the premises, by 
consent of parties ‘hereto, it is ordered and adjudged: 

“(1) Until the further orders of court herein, each 
and all of the above-named defendant railroad commis- 
sioners, their agents, servants and successors are en- 
joined from taking any steps to put in force the maxi- 
mum rates provided for in their certain order, made on 
the 28th day of August, 1911, in the matter of the com- 
plaint filed by the Kansas City Transportation Bureau 
of the Commercial Club of the City of Kansas City, 
Mo., on or about the 17th day of June, A. D. 1910, re- 
ferred to in, and copies of which said order and said 
complaint, marked Exhibits ‘A’ and ‘B,’ respectively, aré 
attached to complainant’s bill. herein; from requiring 
complainants to post said maximum rates at any place, 
or to file the same with them; from requiring a schedule 
thereof to be filed with them; from taking or making 
out, or printing or delivering any schedule of rates for 
complainant containing the maximum rates fixed in and 
by said order; from instituting any investigation of any 
complaint that any rate is unreasonable, extortionate or 
unjust because higher than the maximum rate fixed in 
and by said order; from directing the attorney-general] 
of the state or any prosecuting attorney therein to pros- 
ecute or assist in prosecuting complainant directly or 
indirectly for any failure to file a schedule adopting said 
maximum rates; or for any failure to recognize, adopt 
or comply with said order. 

“And in the meantime and until the further orders 
of the court herein, the above-named attorney-general 
and his assistants and successors are enjoined from 
bringing any suit or action against complainant to en- 
force aaginst it, directly or indirectly, any penalty in any 
wise dependent or based upon the failure of complainant 
to recognize or abide by said order of said board. 

“And in the meantime and until the further order 
of court herein, the defendants, H. R. Oglesby, John A. 
Knott and Frank Wightman, railroad commissioners of 
the state of Missouri, Elliott W. Major, attorney-general 
of the state of Missouri; Townley Metal & Hardware 
Company, a corporation; Richards & Conover Hardware 
Company, a corporation, and H. G. Wilson, and all other 
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shippers affected by this proceeding, are enjoined from 
instituting any action or taking any steps to collect any 
penalties for the alleged violation of said order of said 
board of commissioners. 


“(2) It is further ordered that in case the reduc. 
tion is finally sustained as provided in the commission’s 
said order, the complainants will make reparation and 
pay to all shippers, whether parties hereto or not, any 
and all excess collected on the commodities named in 
said order, on Cars loaded in Missouri and destined 
to points in Missouri, that is to say, on all intrastate 
shipments made in good faith. 

“(3) The complainant shall, on or before the first 
day of December, 1911, file herein an injunction bond 
in the sum of five thousand dollars, to be approved by 
a judge or a clerk of this court, the defendants consent- 
ing to accept the individual bond of the complainant, 
conditioned to pay, in case said injunction is dissolved, 
all damages ascertained herein to have been sustained 
by the defendants or any of them, or any person, or 
any shippers, whether similarly situated or not, or 
whether he or they become defendants herein or not, 

“Defendants are hereby given until January 1, 1912, 
to plead.” 

Lawyers conversant with the proceedings look upon 
the order issued to-day as an expression on the part 
of the court that the status quo of the Missouri intra- 
state charges should be preserved undisturbed until such 
time as the Supreme Court of the United States has 
passed upon the injunctions issued by Judge Smith 
McPherson in 1909 on the entire Missouri adjustment. 
The judge then held the charges attacked by the rail- 
roads confiscatory. Whether the finding was justifiable 
is a question that will be considered by the Supreme 
Court in January, when the Missouri, in connection with 
the other state rate cases, involving the question of 
unremunerative schedules and the still more perplexing 
one of intrastate interference with interstate commerce, 
are argued. 

While the present order gives the defendants until 
January 1 to plead, and the rate cases before the Su- 
preme Court will not be heard until a week later, it is 
not considered likely that any definite action will be 
taken by the Circuit Court until after decision has been 
rendered by the Supreme Court in the pending Missouri 
cases. 


McCrea Takes Cheerful View 


Pittsburgh, Pa., November 10.—President McCrea of 
the Pennsylvania System refuses to accept seriously tales 
of hard times. 

“This talk of industrial depression, of a general busi- 
ness slump, of hard times, is all a mistake,’ he says. 
“This country is prosperous, and while there has been a 
shrinkage in some quarters, those who are predicting 
hard times certainly do not know the general conditions 
which obtain through the whole land. 

“In the South the cotton crop is enormous and it 
the Northwest the crops are bountiful: In fact, in all the 
country, fafm products, while not prodigious, are fair. 
There cannot be said to be hard times anywhere. There 
is only slackness in business in some regions. Probably 
there will not be substantial improvement in these regions 
until after the presidential election.” 
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SWITCHING FIGHT GOES OVER 


Consideration of Industrial Rates on Lumber 
Continued by Illinois Board to 
December Meeting 





The fight of the Lumbermen’s Association of Chicago 
against the industrial switching rates put into effect in 
the Chicago district by the switching plan embodied in 
the Lowrey tariffs, after a brief session before the Illinois 
railroad and warehouse commission at Chicago, Thursday 
morning of this week, was continued until the December 
meeting of the board. 

Attempts to have a temporary order entered by the 
commission governing the assessment of charges on 
company material so as to provide that charges would be 
assessed only up to the road purchasing the lumber were 
blocked by the railroads, and that particular phase of the 
question will be considered when the whole subject is 
threshed out next month. 

The objections of the lumbermen to the new switch- 
ing arrangements are summed up in the following com- 
plaint, which was filed with the commission, and which 
forms the basis for the present inquiry: 

“We respectfully call your attention to the following: 


Excessive Switching Rates. 


“Switching rates in the city of Chicago for several 
years have been in a chaotic condition. During this 
perticular period certain important railroad lines in Chi- 
cago have been systematically engaged in trying to bring 
about a high and what we consider an exorbitant switch- 
ing charge, which, if allowed and continued, would result 
in injury to the entire business interests of Chicago, in 
which we include the railroads as an important part. In 
comparison, the switching rates charged now and the 
previous period have been increased from one hundred to 
five hundred per cent. 

“You are undoubtedly aware that the subject of 
switching cost is very carefully considered by industries 
when locating their plants, therefore you cannot fail to 
see the injustice that is done to an industry that locates 
its plant on a railroad under certain existing conditions, 
based on the volume of business that can be done 
and the cost of doing some if these conditions are 
changed. If a condition is permitted similar to this one, 
it has the effect of curtailment of the business of the 
industry, namely, making it impossible for them to carry 
on their business or a portion of it under the changed 
conditions. 

“The charge assessed for switching in the city of 
Chicago, approximately, seven to fifteen years ago would 
tfange from $1.25 to $3 per car, and, where shipments 
were made from or to competitive points, the switching 
Was absorbed, 


“The lumber business in the city of Chicago has been 
conducted under great difficulties, owing to the increased 
expenses, and it has been made possible only by adoption 
of improved methods of handling, manufacturing, etc. 


Conservation and Volume. 


“Real conservation, in our opinion, is the avoidance 
of waste, or, more directly, the utilization of any natural 
Product for a common good, which would otherwise be 
actual waste and menace to property. 

“In the conduct of our business in the city of Chicago 


we freight large quantities of what may be called raw 
product to Chicago to be manufactured here. We cite the 
following examples: 


“Example No. 1.—Northern hardwoods, the approxi- 
tiate value of which at the mill or shipping point is from 
$15 to $18 per thousand feet, and on which we pay from 
$4 to $5 per thousand feet freight to Chicago. We expend 
tor labor, manufacturing, kiln-drying, etc., on this product 
from $10 to $12 per thousand feet, and then make dis- 
tribution in the shape of finished flooring, etc. 


“Example No. 2.—Low-grade northern woods, miscel- 
laneous hardwoods, hemlock, ete. Large quantities of 
such stock are brought to Chicago to be manufactured 
into boxes, crating, grain doors, etc. This lumber at 
interior mill points will range in value from $5 to $8 per 
thousand feet, and on which we are compelled to pay 
on hardwoods $4 to $5 freight per thousand feet, and on 
hemlock and other similar woods from $2.50 to $4 freight 
per thousand feet. This means that we pay nearly as 
much for freight on this stock as the value of the lumber 
at the mill. 

“Example No. 3.—Southern hardwoods, oak, etc., 
somewhat similar to the conditions that surround ship- 
ments as outlined in Example No. 1, with the exception 
that the original cost of the rough, or raw, product is 
higher. The finished product or flooring, as shipped to 
Chicago by the southern manufacturer, is from two to two 
and one-half times higher in value than the rough stock. 
Same conditions as to the reduction of the weight be- 
tween the rough and dressed stock and consequent loss 
in tonnage, but rate of freight per cwt. on rough stock 
paid by Chicago manufacturer on a carload value of 
which, say, is $300, will be the same as the southern 
manufacturer pays on a shipment value of which is from 
$700 to $1,000. The southern manufacturer distributes his 
stock in Chicago without any switching, and the railroads 
wish to enforce on us an exorbitant rate for same service. 

“Example No. 4.—Southern woods, yellow pine, etc. 
A very large variety of examples could be brought to your 
attention. covering these shipments. The difference in 
freight between stock which is dressed at the mill and 
rough stock is so great that it makes shipment of the 
rough stock very nearly prohibitive except for particular 
purposes. The most marked example can be shown when 
we mention that on shipments of rough boards the freight 
will be same per hundred pounds as it will be on car- 
loads of flooring, moldings, etc., where the difference in 
value is from 200 to 300 per cent. The southern markets, 
owing to the distance, are unable to use Chicago market 
to as large an extent for a dumping ground for low- 
grade stock as the northern market, consequently the 


waste at southern mills is very great as compared with 
northern mills, 


“In cases of Examples 1, 2 and 3 above a very large 
percentage, namely, ten to thirty per cent, would result 
in what is known as waste, such as edgings, kindling 
wood, etc., but we have a market here for this stock. 
Also the sawdust and shavings, all of which is utilized in 
a scientific way in our endeavor to meet competition and 
continue our business in this market. 


Competition. 


“We compare the two examples above with the con- 
ditions surrounding the manufacturer, who in a case like 
example number one manufactures the raw product at 
the mill point into flooring. He has no market for edg- 
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ings, kindling wood, sawdust, shavings or waste, which 
goes into the refuse burner or accumulates and becomes 
a menace about his mill, which very often causes fires, 
danger to the community and greatly enhances losses, 
either individually or by insurance companies. He then 
ships the finished product to Chicago, which in value, 
after the elimination of the waste addition and labor, will 
range from $30 to $40 per thousand feet, at the same rate 
of freight per hundred pounds that we pay for the rough 
stock, namely, where our freight is $4 per thousand feet, 
at approximately one-half of the value of the lumber, the 
freight to the northern manufacturer is from $2 to $2.50 
per thousand feet at approximately double the value, and 
the northern manufacturer ships stock direct to the buy- 
er’s switch without paying any switching. We submit an 
illustration: 

“A shipment of two cars containing 10,000 feet each 
at $18 per thousand feet, value $360 at the mill, weight 
per car 40,000 to 45,000 pounds, rate 10 cents cwt., freight 
$80-$90, which we pay; also any switching charges for 
distribution. 

“A shipment of one car containing 20,000 feet fin- 
ished flooring at $35 per thousand feet, value $700 at the 
mill, weight 40,000 to 45,000 pounds, rate 10 cents cwt., 
freight $40 to $45, which the northern manufacturer pays, 
and no charges for switching. 

“Foregoing illustrations will show, therefore, a net 
loss in the volume of traffic to the railroad of one-half, 
and even then we have not given consideration to the 
waste on which we would pay full tariff rate, and there 
fore the actual money comparison as paid by the north- 
ern manufacturer would be instead, of $40 to $45 as com- 
pared to $80 to $90, and probably our freight payments 
would be nearer $100. From this you will note the large 
loss of tonnage and revenue to the railroads. 

“You will therefore see that any additional burdens 
placed on a Chicago lumber manufacturer will result in 
direct loss to him in his business, and will also in the 
end result in equally as great a loss to the railroad com- 
panies. Railroads need the volume to conduct their busi- 
ness successfully, and the lumber manufacturer needs it 
also, even when margins are extremely small. 

“Within the last two years there has been established 
five new flooring plants in Wisconsin and Michigan in 
direct competition with Chicago manufacturers. 


“In Example 2 you will note the cost in Chicago is 
largely made up of freight. This is a low grade of cheap 
stock, and where attempts are made to manufacture at 
the mills the manufacturer’s percentage of waste is very 
great. With us in Chicago we take the output of such 
stock from a large number of mills, which becomes a 
large volume of freight for the railroads, and accumu- 
late it here for the purpose of manufacturing. This is 
only made possible on account of our being able to utilize 
here what would be absolute waste at mill points. 

“We call your attention to the following, which will 
show the great charge as applies to the receipts of lum- 
ber by comparison, by rail and water. 


UNITED STATES CUSTOM HOUSE REPORT. 
LUMBER. 


Rail 
Lake Receipts, Receipts, 
Feet. Feet. 
1,577,233,000 225,514,000 
1,493,555,000 352,632,000 
1,492,198,000 438,029,000 
1,118,174,000 436,881,000 
746,997,000 948,793,000 
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etn aa 4 doce 5's Kae eiiow cele bee tee 402,839,000 1,263,705,000 
SO Se a & erp ey Se a 458,000,000 1,754,518 000 
BED A ciotudnbdeocidbbe tees pe obs 436,726,000 1,918, 861,000 
SPE .s psvcbvebabhintact«bactwan dv caus 409,683,000 2,068 ,550,006 
BOOB A, 66466 dec neds cpip tdenda ney 345,479,000 1,723, 255,000 
DD se ebane vettead Hb CE i ee ene eee 382,220,000 2,196,129 000 
WOLO os ccc ko bo uh diniciiian os tees 333,162,000 2,186,162.000 

Receipts by Rail, 

1909 

MMRE, | ding Wide hie boo w abe Rh Chee anes ohne ees Mbheee as 1,620,000,000 Ibs 
ARIE, <:nnn'e » us hn oarhe eat ekaks «hmets bieh bd dates = hepton 4,996,000,000 Ibs. 
GEE condo vie ce Hebe einae Relhes Chu hee TE Ube eh eS ectet 2,816,000,000 Ibs 


9,432,000,000 Ibs 
Res 5 iii cies behncdenvebaWiceua> (es atteede ie 6,600,000,000 ft. 
“Changed conditions as to the original manufacturing 
points are responsible, in part, for the reversal in volume 
as to receipts by rail and water. The most important 
factor, however, which has contributed to the huge vol- 
ums of rail receipts has been the shipments of the low- 
grade wood, to which we refer in Example No. 2. In 
fact, we consider that it is a very safe and conservative 
statement to say that 50 per cent or over of the entire 
rail receipts, as applies to shipments to Chicago yards 
and manufacturing plants, is composed of this class of 
material. 
Freight Rates. 


“Railroad companies in general have been contend 
ing that owing to the increased cost of operation, etc., 
it was necessary for them to secure an increase in freight 
rates. The Chicago railroads are not justified in this 
indirect method of procuring an advance in freight rates, 
which is a tax on Chicago lumbermen. We believe thai 
if the railroads are justified in raising freight rates that 
the advance should be general, so that all markets would 
be affected by similar conditions. The Interstate Com- 
merce Commission within the last few years rendered 
an opinion that the advance in rates on lumber by the 
southern lines was not justified and caused them to re- 
fund money collected during the period the advance was 
in effect and ordered a reduction in rate. 

“The situation now presented by this switching ar- 
rangement is a peculiar one, for the reason that the 
southern lines consent to increase the switching absorp- 
tion charges in Chicago for the delivery of lumber within 
the switching district, when they have been contending 
that the freight rates have been too low. 


Minimum Weight. 


“An analysis of the receipts and shipments of lumbe: 
taken by lumber yards shows the average weight per car 
to be 40,000 to 45,000 pounds. You will note, therefore, 
that it is practically impossible to figure the average run 
of lumber at more than this basis, as cars furnished will 
not carry more. 

“The proposed minimum of 60,000 pounds, therefore 
results in our paying switching approximately 33 1-3 per 
cent more than is ordinarily loaded. On this basis at 
$9 per car on a one or two line haul we are paying 2% 
cents per cwt., instead of 1% cents. We certainly be- 
lieve that you cannot fail to note that this rate fo! 
switching, being about ten per cent of a freight rate cov- 
ering transportation of lumber of from five to eight hun- 
dred miles, is a radical injustice. If a minimum were 
attempted to be established on a 60,000-pound basis for 
freight charges, unquestionably it could not be sustained 
it is equally as unjust as a basis for switching. 

“Present tariffs covering lumber moving from va!i- 
out points in this country provide for a minimum of not 
over 34,000 pounds, with the possible exception of lumber 
shipments moving on a low water competitive rate, iD 
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which case the required minimum does not exceed. 40,000 
pounds. 
Material Used by Railroads and Construction Companies. 


“Chicago as a lumber market is not wholly a manu- 
facturer of the raw products, but is an assembly or con- 
centration point, therefore railroads and construction 
companies building for the railroads, especially when 
material is required promptly, will make their purchases 
here. On such business we come in direct competition 
very often with the original manufacturer. It is proposed 
under the new switching arrangement effective August 1, 
i911, that where an industry is located on one railroad, 
and two railroads are to handle a car, that the rate 
shall be 1% cents cwt., minimum 60,000 pounds, or $9 
per car, of which the initial line or the line in which 
the industry is located collects the entire amount, and 
adjustment is made by the industry collecting back from 
the purchasing carrier $4.50. You can readily see the 
injustice worked against the Chicago lumbermen under 
this plan. 

“First—The manufacturer north or south can ship 
stock, delivered to the buying company’s line, without 
any switching, and it is not necessary for the purchasing 
agent of the buying carrier to take anything into con- 
sideration, with the exception of the net price, where, 
in ease of the Chicago lumberman, he (the purchasing 
agent) must consider the $4.50 per car, even though it be 
the earnings of his own company. 

“Second.—It has long been the custom with the rail- 
roads to have the privilege, rightfully, of freighting their 
own material over their own lines without charges if 
they wished to do so. This switching arrangement is, 
therefore, an entirely new suggestion and against custom 
or general usage. If the purchasing agent of a buying 
carrier is compelled to take into consideration on pur- 
chases from Chicago market an expense of $4.50 per car, 
and from other markets there is no charge, it at all times 
places the Chicago market at a disadvantage of from 
25 cents to 50 cents per thousand feet, which very often 
is more than the profit of the Chicago dealer. 

“Under the present tariff the prepayment of this 
switching igs ordered, which you will readily note will 
result in the tying up of large sums of money. A sug- 
gestion has been made on such shipments that a certain 
portion of the through switching rate should be refunded. 
The result of this would be the labor in making out 
claims, the delay in receiving refunds, etc., and would 
add to our trouble as applies to the collection of this 
money from claim departments, who on the average 
greatly delay settlement. 

“It has also been suggested that the buying carrier’s 
proportion be added to the invoice price. This is not 
Practical, as the purchasing agents will accept invoices 
showing only the net cost to their line and will not allow 
any additions for freight, and, even should they concede 
to this arrangement, it would mean the tying up of 
money on which we receive no return. 


Authority. 


“Under the existing conditions it appears as though 
& number of railroad officials in Chicago could get to- 
gether and establish a switching charge, which would 
largely regulate the amount of business which lumber 
yards in Chicago could do, namely, at their pleasure shut 
off a portion of the volume of business for which the 
yards have made arrangements in purchasing or leasing 
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real estate, building manufacturing plants, etc., chang- 
ing conditions, based solely on their (the railroads’) point 
of view. 

“The lumber industry of Chicago, we consider, is 
too important to be handled in this way. 

“*Valuable terminals’ is used primarily as a reason 
for this advance, and we protest against the use on the 
part of the railroads of reference to this as ‘Our Valuable 
Terminals.’ We contend that the industries, jointly with 
the railroads, create the value, as without the industries’ 
the terminals would have no value. Taxation increase, 
increased rentals, etc., fully take care of all the addi- 
tional expenses which we should pay, and the valuable 
terminals, therefore, are our valuable terminals, meaning 
the railroads and the industries jointly. 


“We believe that this subject is such an important 
one that when differences arise the situation should be 
canvassed carefully by an impartial body of men, whose 
views would in no way be biased in favor of or against 
either the railroad companies or industrial plants, as it 
not only affects these two parties, but the prosperity of 
the city of Chicago as a whole. We believe the Illinois 
railroad and warehouse commission in the state of IIli- 
nois should be and is composed of such men. We also 
believe that the railroad companies are as largely inter- 
ested in the welfare of the city of Chicago as are the 
individuals operating private industrial plants. It is 
our opinion that the railroad companies should willingly 
accept the laws without injunctions, and that the author- 
ity covering switching rates should be vested in your 
body, so that charges would be regulated to the best 
interests of all concerned. 

“We therefore respectfully request: 

“First—That the switching rate be reduced to a 
maximum of one-half cent per cwt. for each railroad. 

“Second.—That the minimum weight be charged on 
basis of 40,000 pounds, and that should the actual weight 
of the car exceed the minima, the excess weight be 
charged on same basis. 


“Third.—That where material is sold to railroads or 
construction companies, that the initial line collect switch- 
ing on their proportion of the rate only. 


“Fourth.—That the authority of regulating the switch- 
ing charges should be recognized by the railroads and 
shippers as being vested in the railroad and warehouse 
commission of the state of Illinois. 


“Fifth—We urge that an order be entered in line 
with our protest and that same be made retroactive to 
August 1, 1911, and that reparation be ordered for excess 
charges from that date. 


“Sixth—We commend the plan promulgated by the 
present switching arrangement, which we trust will be 
continued with the changes in accordance with our 
cbjections.” 





INCREASED EARNINGS OF JAPANESE RAILWAYS. 


Consul-General Thomas Sammons of Yokohama re- 
ports that the earnings of the Japanese Imperial Gov- 
ernment Railroads continue to increase. For July and 
August, 1911, the total receipts from passengers carried 
amounted to $2,154,827, while those from freight were 
$1,699,447. This shows an increase of $380,000 in pas- 
senger receipts and $439,500 in freight receipts over the 
same period last year.—Daily Consular and Trade Re- 
ports. 
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INTERCHANGE RATES ON GRILL 


Plea of Baltimore Commercial Interests for 
Reduced Transfer Charges Submitted 
to Commerce Board 


THE TRAFFIC SERVICE NEWS BUREAU, 
WESTORY BUILDING, WASHINGTON, D. C. 
‘ Washington, D. C., November 10.—Arguments were 
made to the Commission yesterday in the complaint of the 
Merchants’ & Manufacturers’ Association of Baltimore 
against the Pennsylvania and other carriers. The bur- 
den of the complaint is that the Pennsylvania combina- 
tion of carriers charges unreasonable rates for transfer 
and interchange of traffic at Baltimore. In effect, the 
answer to the Pennsylvania, both in brief and oral argu- 
ment, is that it is a move on the part of the New York 
Central and Western Maryland to force the use of the 
Pennsylvania terminals by them at merely nominal 
charges. John B. Daish represented the association and 
W. A, Parker and George Stuart Patterson the defend- 
ing carriers. 

The chief subjects of complaint are, the local rates 
when used as portions of through rates; the reconsign- 
ment charges of the defendants when applied to joint 
through rates in which they participate, and finally, the 
local rates when used not as parts of through rates, but 
purely as local rates, that is to say, when they are 
used to cover the movement of a car from the Western 
Maryland to a switching track of the Pennsylvania. 

The indirect charge is that the Pennsylvania and 
Baltimore & Ohio have made joint through rates on 
the six classes, intended to force the use of one or the 
other of those roads, but under pretense of fixing charges 
for the transfer of traffic from lines not in the com- 
bination they charge local rates that are unreasonable. 
In support of that indirect charge, Mr. Daish, in answer 
to a question by one of the Commissioners, brought out 
the fact that the Maryland public utilities commission 
has condemned a charge of $25, or $30, a car for such 
transfer in Baltimore, as unreasonable, but has not said 
what a reasonable charge would be. 

Attorneys for the defendants argued that the estab- 
lishment of what they called a nominal charge for trans- 
fer or for interchange, as demanded by the Baltimore 
merchants, that is, from $25 or $30 per car to $3 or even 
$6, would not only operate to reduce existing local 
rates, but would, in effect, turn the Pennsylvania ter- 
minals over to the use of its rivals in a way contrary 
to the rule laid down by the Supreme Court of the 
United States every time it has had occasion to pass 
upon the question. They contended that the Pennsyl- 
vania has the right to make charges for interchange and 
transfer that will preserve to it the advantage it should 
derive from the expenditure of millions for terminals. 

Mr. Parker said that the Pennsylvania and the B. 
& O. have made an honest effort to meet the situation 
by putting in joint through rates from points east of 
the Ohio River on classes. He said it is more difficult 
in commodity rates, but even with regard to commodity 
rates they have made progress. 

The railroad attorneys admitted that the adjustment 
they have made makes it more difficult for a shipper 
to change his mihd about the delivery he wishes to 
make, that is, to change the consignment.of a shipment, 
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as, for instance, on produce and scrap iron. 
the merchants are entitled, perhaps, to sympathy when 


They said 


they find, after starting potatoes or scrap iron. 
that by changing the point of delivery they could ge 
to a better market, but the railroads must protect their 
terminals, else it would be better for it to make no 
effort to establish terminals, but wait until its riva} 
was forced to establish terminals, and then demand their 
use on nominal terms. 

Mr. Patterson insisted there is neither a moral nor 
a legal right whereby the Pennsylvania and the B. & 0. 
may be compelled to allow the Western Maryland and 
the New York Central the use of their terminals, “and 
thereby take the cream of the business.” 

Mr. Daish, in reply, with great deliberation, said 
that Pittsburgh, Philadelphia and Bridgeton, N, J., all 
stub ends of the Pennsylvania system, are the only other 
points in Trunk Line territory where conditions exist 
like those at Baltimore. When Mr. Patterson challenged 
that, Mr. Daish repeated the declaration, with great dis- 
tinctness, so that the stenographer should be able to 
get every word of it. He added that the complainants, in 
this case, do not demand the establishment of through 
routes and joint rates, but he added that such a case 
will follow this one. 

“The aim in this proceeding is to get reasonable 
rates for transfer and interchange of business at Balti- 
more,” said Mr. Daish. “We claim the charges are un 
reasonable for the services performed.” 


Takes Action in Lease Case 





Atlanta, Ga., November 10.—Definite action in the 
Western & Atlantic lease rate case, which has been 
traveling between the governor’s office and that of the 
state railroad commission for several months, was taken 
ty Governor Smith a few days ago when he gave orders 
that legal proceedings should be instituted against the 
Nashville, Chattanooga & St. Louis Railway, lessor of 
the state-owned Western & Atlantic. 

As explained in previous issues of THE TRAFFI 
Wortp, the state maintains that under its lease it has 
the power to control interstate rates on the W. & A. 
subject to the review of the Interstate Commerce Con- 
mission. After hearing before the governor, he served 
the following notice on the W. & A.:: 

“T have fully considered the views presented by your 
representatives on the 5th of October, 1911. The rail- 
road commission of Georgia, by order, has placed the 
Western & Atlantic Railroad in class ‘A’ and has made 
the Georgia standard freight tariff rates applicable to the 
road. 

“In pursuance of the contract of lease I must insist 
that you proceed at once to put into effect rates not 
exceeding the Georgia standard freight tariff for any 
and all freight passing on or over the Western & At- 
lantic Railroad. 

“Please advise me by November 1, 1911, whether you 
are taking steps to carry into effect a modification of 
your freight rates as above required.” 


The N., C. & St. L. took the position that the regu- 
lation of the interstate rates of the W. & A. was beyond 
the control of the state, but Governor Smith has ordered 
the matter tried out in the courts. 
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ALBERT LEA CASE CONSIDERED 


Attempt of Minnesota City to Get St. Paul 
Rates Under Fourth Section Subject 
of Argument 


THE TRAFFIC SERVICE NEWS BUREAU, 
WESTORY BUILDING, WASHINGTON, D. C. 
Washington, D, C., November. 10.—Whether Albert 
Lea shall be given St. Paul rates on traffic from the 
East is the question that ‘will be argued before the Inter- 
state Commerce Commission to-day, when final pleas 
in Case No. 3910, Business Men’s Association of Alberta 
Lea vs. Baltimore & Ohio et al., are made. 


Special interest attaches to the pleadings, because 
the cise, to quote A. P. Humburg, commerce attorney for 
the Illinois Central, is a typical long-and-short-haul case. 
Albert Lea, being intermediate to the Twin Cities on 
certain routes from the seaboard, asks that its class 
rates shall not exceed those to St. Paul. In the brief 
being prepared by Mr. Humburg, he sets forth that it is 
the complainant’s theory that to construct Albert Lea 
rates from eastern Trunk Line territory by adding arbi- 
traries to the St. Paul charges constitutes unjust dis- 
crimination and violates the first four sections of the Act 
to regulate commerce. The arbitrary is 15 cents on first- 
class freight. The Illinois Central replies that when it 
extended its line to Albert Lea, in 1900, and thereafter 
formed a through route to the Twin Cities in connection 
with the Minneapolis & St. Louis Railroad Company, 
it had to meet the rates from the seaboard that were 
published via the direct lines; further, that the present 
$1.15 all-rail and 83-cent rail-and-lake rates from the sea- 
board have been forced upon the Illinois Central-Minne- 
apolis & St. Louis route as the result of controlling com- 
petitive conditions, created and maintained by lines not 
parties to the present proceedings; that these conditions 
do not exist at Albert Lea, and that the charging of 
higher rates to Albert Lea is neither unjust per se or 
Violative of the fourth section of the Act; moreover, 
Albert Lea is not intermediate on the route creating and 
maintaining the St. Paul adjustment. The position is 
taken that the St. Paul scale subjects Albert Lea to no 
undue discrimination and that these rates should not be 


used as a measure of the reasonableness of the rates to 
Albert Lea. 


In support of the proposition that ‘the fourth section 
is not violated by the Illinois Central and Minneapolis & 
St. Louis in maintaining higher rates to Albert Lea than 
to St. Paul, counsel calls attention to the fact that the 
competitive Twin Cities basis was put in by the Canadian 
Pacific-Soo lines in 1897 to meet rail and lake competi- 
tion, and that other lines, after futile protest, were 
forced to meet this rate to participate in the Twin Cities 
Waffic. Rates to St. Paul are also subject to competi- 
tion between direct Chicago-St. Paul lines. The Burn- 
ham, Hanna, Munger case is cited, in extenso, to show 
the competitive nature of St. Paul rates. 

This competition, maintains the defendants, has bene- 
fited Albert Lea. That city is not charged the aggre- 
gate of intermediate rates for its haul. Moreover, the 
rates to St. Paul and the necessity of maintaining rates 
to St. Paul on a low basis has been fully established. In 
Columbia Grocery Co, case, 18 I. C. C. Rep., 502, a dif- 
ferential of 17 cents, based on a local back for 45 miles 
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to a city of 8,000, was not condemned; in the case at 
bar, a differential of 15 cents for the highest rated 
freight, which is 23 cents less than the local, is main- 
tained for a distance of about 100 miles to a city of 
6,000. 


“Up to 1905,” says Mr. Humburg, “the rates to Al- 
bert Lea, via Chicago, were $1.35, first class, based on 
the rates to Chicago, plus the local rates beyond; in 
1905, they were changed to the St. Paul basis, plus the 
15-cent differential, and the total rate was thereby re- 
duced 5 cents, with proportionate reductions in the other 
classes. In this way and to that extent Albert Lea has 
been benefited by the competitive conditions at the 
Twin Cities. The usual rule is to apply the sum of the 
locals or the local back from the basing point; the 15- 
cent differential is 16 cents lower than the local rate 
from St. Paul to Albert Lea, and 5 cents lower than the 
Chicago combination. Rates to other Minnesota points 
outside of those grouped with Albert Lea are based on 
the combination of locals instead of the lower 15-cent 
differential. The rates to Albert Lea compare very favor- 
ably with those to other points for about the same dis- 
tance and under substantially similar circumstances.” 


Want Brick Rates Changed 


THE TRAFFIC SERVICE NEWS BUREAU, 
WESTORY BUILDING, WASHINGTON, D. C. 
Washington, D. C., November 10.—In arguing the 
case of the Ashland Fire Brick Company and others 
against the Southern and other carriers serving the fire- 
brick manufacturers of the Ashland district and those 
of St. Louis, P. K. Malin, attorney for the complainants, 
told the Commission Saturday the high-grade brick made 
by his clients is used only in a few sections and that 
from all points to Birmingham the rate is lower than 
from Ashland. They complain particularly about the 
St. Louis rate, although they also argue that the rate 
from Ashland is unreasonable per se. 


The St. Louis rates are subject to bridge tolls and 
switching charges from which the Ashland shipments 
are free, yet the Ashland rate is maintained at a 
higher figure, just double, in fact, of the net return 
to the carriers moving brick on the St. Louis rate. 


The complainants also object to a rate of $2.60 
per ton to Chattanooga, while St. Louis has a rate 
of $2.40, from which bridge tolls and switching charges 
must be deducted to bring about conditions of 
similarity with the Ashland rate, for purposes of 
comparison. Sixty-five per cent of the Ashland tonnage 
moves without bridge or switching charges, such as 
must be borne on Chattanooga business. The rate dis- 
advantage, the complainants assert, runs from three to 
four cents against them, regardless of their shorter 
distance to most points of consumption. On any basis 
of comparison Mr. Malin claimed the rate to be ex- 
cessive. 

R, W. Moore and Nelson W. Proctor, the latter for 
the L. & N., represented the carriers. The latter ad- 
mitted that the rate had been reduced from St. Louis 
for the benefit of St. Louis manufacturers, the St. Louis 
& San Francisco making the reduction and threatening, 
if the Commission reduces the Ashland rate to cut the 
St. Louis rate still further, as it claims that that is 









the only way the fire-brick makers on its line can hope 
to do business in the Birmingham district. 


The trouble, Mr. Moore said, is the destruction of 
the parity of rates from St. Louis and Ashland, Ky., made 
when the Frisco road became a factor in the Ashland, 
Ky., and Birmingham, Ala., districts. The Frisco made 
the reduction upon the theory that there is such a 
dissimilarity of conditions between St. Louis and Ash- 
land as to warrant it in giving the St. Louis shippers, 
located on its own lines, a rate lower than its rivals 
give shippers at Ashland. He said he could not see 
how the Commission could prevent the Frisco from 
reducing its St, Louis rate to 12 cents, which it threatens 
to do in the event the Ashland rate is brought down 
to the St. Louis rate. He added that, notwithstanding 
the St. Louis rate is lower than Ashland, the Kentucky 
fire-brick manufacturers get the great bulk of the busi- 
ness at Birmingham. The tonnage from St. Louis is 
very small. 


In reply, Mr. Malin said the whole matter is largely 
one of fact, all disclosed in the record. The reason 
the tonnage from Ashland is larger is that, while the 
rates were equal, the furnace men preferred the Ash- 
land fire brick. The reputation of the Ashland fire brick 
is so good that the St. Louis product has not yet dis- 
placed the Ashland brick supply, because the furnace 
men are not yet ready to make the change, but the 
St. Louis manufacturers are making progress. But, aside 
from that, he insisted the carriers have no right, by 
means of rates, to neutralize the advantage the Ashland 
manufacturers have by reason of the better reputation 
of their product. 


Less Accidents to Passengers 


THE TRAFFIC SERVICE NEWS BUREAU, 

WESTORY BUILDING, WASHINGTON, D. C. 

Washington, D. C., November 10.—Accident Bulletin 

No. 40, just issued by the Interstate Commerce Com- 

mission, shows that the number of persons killed in 

train accidents during the months of April, May. and 
June, 1911, was 152, and 2,936 injured. 


Accidents of other kinds, including those sustained 
by employes while at work on trains, by passengers 
getting on or off cars, by persons at highway crossings, 
by persons doing business at stations, etc., and by tres- 
passers and others, bring the total number of casualties, 
excluding industrial accidents, up to 17,317 (2,216 killed 
and 15,101 injured). There is a large falling off in the 
number of employes killed in coupling and uncoupling 
cars in this quarter, as compared with the same period 
of a year ago, being 37 against 45. 

This bulletin closes the first year’s record of acci- 
dents under the law of May 6, 1910. It shows the 
total number of casualties for the year ending June 
30, 1911, to be 160,555 (10,396 killed and 150,159 in- 
jured). Of this number, 439 killed and 79,237 injured 
are classed under the head of “Industrial Accidents” 
which do not involve the movement of cars or engines 
on rails. During the year there was a total of 5,287 
persons killed and 5,614 injured while trespassing on 
the property of the railroad, walking on the tracks or 
stealing rides on trains. 


There is noticeable decrease in the number of pas- 
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sengers killed during the year as compared with the 
previous year, being 356, against 421. 

Accident reports on electric lines which carry inter. 
state traffic show that there were 410 persons killeq 
and 3,264 injured during the year, exclusive of “Indys. 


trial accidents.” There were 10 employes killed and 
399 injured on the premises of the railroad companies, 
in which accidents no movement of car or engine was 
involved. 

This bulletin gives the total number of employes 
in the service of the railroad’ companies on 
1911, as 1,648,033. 

During the year ending June 30, 1911, there was 
one emplcye killed to every 458 employed, and one em- 
ploye injured to every 13 employed. 


June 30, 


Submit Pleas for Reduction 
THE TRAFFIC SERVICE NEWS BUREAU, 
WESTORY BUILDING, WASHINGTON, D. C. 


Washington, D. C., November 10.—The case of the 
Fairmount Creamery Company, with plants at various 
points in Nebraska was argued before the Commission 
last Friday. The complaint is that the rates on fuel oil 
from the Sugar Creek, Mo., field are unreasonable to 
Omaha, Lincoln, Crete and Grand Island, Neb. 


The complainants asked in their petition that the 
Omaha and Crete rate be reduced from 19 to 7 cents and 
the Grand Island rate from 29.1 to 10% cents. When 
E. J. McVann argued the case he expressed the belief 
that his clients would be willing to take a 9-cent rate 
to Omaha and Crete. At that, he said, the rate would 
be double that on coal. Mr. McVann made comparisons 
with other products carried in tank cars, submitting that 
a rate on fuel oil that is as high as that on gasoline, 
which is worth seven times as much, is ridiculous. 


H. G. Herbel, for the Missouri Pacific, after com- 
paring state-made rates in Missouri and Nebraska, de- 
clared with much emphasis that the challenged rates are 
very reasonable. He said that the creamery company 
located its factories at Omaha, Crete and Grand Island 
knowing the rates on fuel oil, and now if it finds they 
are too high to enable it to use fuel oil in place of coal, 
which he understands it desires to use because of its 
greater cleanliness, that is its funeral, not the Missouri 
Pacific’s. 


In closing the case Mr. McVann suggested that every 
comparison of rates made by Mr. Herbel is between rates 
for all petroleum products, while his contention is that 
fuel oil, the lowest value of the petroleum products, 
should not be assessed at as high a rate as gasoline and 
other high-value products. 


ORDERS CLASSIFICATION CHANGES. 


Raleigh, N. C., November 10.—The North Carolina 
corporation commission has issued orders that the rate 
on tobacco baskets, bundled or nested, be reduced from 
first to second class; that the L. C. L. rating on willow, 
rattan and bamboo chairs be lowered from three times 
first to double first class and, when in lots of 8,000 
Poplar has been given the 
timber rate, which takes a carload rate, 40,000 pounds 
minimum, of $5 to five miles, graded up to $27 for 300 
miles. These changes become effective December 1. 
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LEGAL DEPARTMENT 


Conducted by 
CHARLES CONRADIS, 

General Counsel, The Traffic Service Bureau. 

In this department we shall answer simple questions re- 
lating to the law of interstate transportation of freight. It is 
available both to those who are members of the Traffic Service 
Bureau and those who are not. Readers are particularly in- 
vitead to write for advice on specific subjects covering the Act 
to Regulate Commerce and the decisions of the courts and the 
Interstate Commerce Commission thereunder. 

Address Legal Department, The Traffic Service Bureau, 
Washington, D. C. 

Through Rate Higher Than Combination of Locals. 

Virginia—“We are large shippers of soda ash, caus- 
tie soda and bicarbonate of soda, in both carloads and 
less-carload quantities, throughout the East, South and 
West. We have commodity rates established to al? 
points to which we ship regularly, but we frequently 
receive orders for prompt shipment to points to which 
we haven’t a through rate. As an example, we recently 
received an order for car of soda ash for a point in 
Oklahoma to which we didn’t have a freight rate; we 
took up with the railway people for a rate and they 
advised that for immediate shipment they did not have 
anything better than a class rate, which was 89 cents 
per hundred pounds. Now, we have a proportional rate 
of 14% cents to East St. Louis, for points west of the 
river, and the sixth class rate from East St. Louis to 
the point in question is 42% cents. We contend that 
the rate to apply on immediate shipments would be 
57 cents.” 

While it is true that a commodity rate named in a 
tariff upon a commodity and between specified points 
makes such commodity rate the lawful rate, yet if there 
is no through commodity rate from point of origin to 
point of destination on the shipment in question, but 
instead, there are in effect only rates made up of a 
proportional and class rate beyond, and that of a through 
class rate from point of origin to point of destination, 
then the through class rate is the lawful one to apply 
on all through shipments. The Interstate Commerce 
Commission has frequently held that, although a com- 
bination of local rates between two points may happen 
to be lower than the through rate between the same 
points, it is nevertheless the duty of the carrier to apply 
the higher through rate to all through shipments be- 
tween such points. Of course, this ruling does not 
deprive the shipper of the right to contest the reason- 
ableness of such through rate. But a shipper may not bill 
a shipment to a local point, and, without taking either 
constructive or actual possession of the shipment at the 
local point, rebill to destination, for the purpose of 
avoiding the higher through rate, But he may consign 
the shipment to the local point, pay charges upon it, 
assume custody and take possession of the property, and 
later reship to another point under rates lawfully ap- 
Dlicable to such reshipment. 

+ * s 

Jurisdiction of Courts in Misrouted Shipments. 

lowa.—“Three carloads of lumber moved from Dvu- 
buque, Ia. routed only Illinois Central, all being des- 
tined to Larchwood, Ia. Had the cars been royted 
Illinois Central via Rock Rapids clo C. R. I. & P., under 
the Iowa Classification, the 80 per cent of the two local 
rates based on Rock Rapids would apply; but the Illinois 
Central delivered shipment to the Rock Island at Iowa 
Falls, and in the haul of the Rock Island from Iowa 
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Falls to Larchwood, Ia., the Rock Island is obliged to 
pass through the southern part of Minnesota, thereby 


creating an interstate movement. The state commis- 
sion does not seem to have any power, because the 
shipment moved interstate, and the Interstate Commerce 
Commission cannot handle, because they would claim 
the rates as per interstate movement and would not 


‘protect any state rate based on the 80 per cent plan. 


I might state that the 80 per cent principle is not filed 
with the Interstate Commerce. Commission, but the lowa 
Classification in itself, without this 80 per cent of the 
Iowa distances, is filed with the Commission; still, even 
by handling the cars Illinois Central to Sioux Falls and 
back to Larchwood, Ia., the combination being based on 
Sioux Falls, we would have a cheaper rate than the 
interstate movement via Iowa Falls; but of course this 
creates a back haul, and I believe the Interstate Com- 
merce Commission looks upon this kind of a combination 
in disfavor, and, if I remember correctly, have even 
ruled, stating that the combination of intermediate locals 
may be applied.” 


The Interstate Commerce Commission has frequently 
held that it is the duty of a carrier to transport a 
shipment via the shortest and most available route, and 
that where a carrier unnecessarily diverts a shipment en 
route, without the knowledge or consent of the shipper, 
the carrier is liable to an award of reparation for dam- 
ages sustained as a result of such diversion. But, in- 
asmuch as the interstate rate on the shipment in ques- 
tion is higher than the intrastate rate, it would seem 
that there is no official measure by which the Com- 
mission could allow any reparation, unless the Com- 
mission can assume jurisdiction over the intrastate rate 
by virtue of it being filed with the Commission, It is 
true that in Ruling 140, Conference Rulings, Bulletin 
No. 5, the Commission rather impliedly held that in a 
given misrouted shipment that could have moved intra- 
state, but which the carrier wrongly sent by a higher 
route which took it outside the state lines, that the 
Commission might under certain conditions assume juris- 
diction for the purpose of applying the lower intrastate 
rate. Yet it is difficult to reconcile such an attitude 
with numerous other rulings of the Commission to the 
effect that the Commission will not recognize, as a 
basis for reparation, any rate that is not on file with it, 
or over a road that is not subject to the Act. Rules 
Nos. 93 and 251, Conference Rulings, Bulletin. 


Assuming, therefore, that the Interstate Commerce 
Commission has jurisdiction neither over the intrastate 
rate in question nor over the intrastate road, and ad- 
mitting that the Iowa state railroad commission has 
also no jurisdiction, inasmuch as the shipment actually 
moved over an interstate route, it would seem that the 
shipper must seek his remedy in either the state or 
federal courts through an action of damages based upon 
a breach of contract for misrouting the goods, and claim 
damages in the difference between the rate applicable 
to the state lines over which the shipment should have 
moved, and the rate charged by the interstate lines 
over which the shipment actually moved. 

* * + 


Responsibility of Carrier Ceases Upon Delivery. 


New York.—‘“‘A carload shipment was made from an 
Illinois point to a New York point. The car was placed 
on a private siding late in the afternoon and the ship- 
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ment partly unloaded. During the night, for some un- 
known reason, the car caught fire and a large part of 
the shipment remaining in the car was burned and 
damaged by water. Employes of the railroad company, 
as well as the fire department, extinguished the fire. 
Is the railroad company in any manner liable for the 
damage done this car, inasmuch as the shipment had 
been accepted and partly unloaded?” 

The liability of a common carrier, as such, ceases 
immediately upon delivery of the shipment by it to the 
consignee. The placement of a car on a private siding, 
and its acceptance and part unloading by the consignee, 
constitutes such a full delivery as to discharge the car- 


rier from all responsibility for the safety of the goods. 
* 2 * 


Consignor Not Ordinarily Responsible to the Consignee 
for Safe Carriage of Goods. 


Missouri,—“‘A wholesaler having shipped, invoiced 
and delivered bill of lading for a car to his customer, 
at the maturity of bill makes demand for payment and 
is advised by consignee that the car has not been re- 
ceived. Can he recover at law, or is the bill of lading 
and the car it represents one and the same, as if sight 
draft were attached, and must actual delivery of the 
goods be made in order to give his claim legal standing?” 

If the bill of lading covering the property trans- 
ported was, what is understood in commercial dealings 
as a straight consignment, that is, marked, consigned 
and destined for unconditional delivery to the cofisignee, 
then the shipper may demand of the consignee payment 
of the purchase price of the shipment, in accordance 
with the terms of the contract of sale, regardless o? 
whether the shipment has yet been received by the 
consignee, or whether it is lost or damaged in transit. 
The consignee named in bill of lading is presumptively 
the owner of the goods. If the goods are delivered to 
the carrier on behalf of the consignee, and at his re- 
quest, or by his direction, either expressed or implied, 
and no other fact appears, the legal presumption will! 
be that the title - in the goods immediately on such 
delivery became vested in him, and that he is the proper 
party to bring an action against the carrier, either in 
assumpsit in his own name upon the contract with the 
consignor as his agent, or, in case for the breach of 
duty on the part of the carrier, or in the name of the 
consignor for his use upon the special contract of 
affreightment. Such a delivery will discharge the con- 
signor from all responsibility concerning the safety of 
the goods: 


* * * 


Liability of Delivering Carrier for Damages or Over- 
charges Occurring Over Lines Other Than Its Own. 


Ohio.—“Is the delivering carrier legally compelled to 
pay a claim, either for loss or damage or overcharge, 
regardless of who the liable carrier is, providing, of 
course, there is a prima facie case of liability? For ex- 
ample: We ship a carload of lumber from a point in 
the South billed to us on a 21-cent rate, which is correct. 
The bill of lading plainly sets forth the destination, but 
in some unaccountable manner the car is dropped off at 


Chattanooga, where $90 car service accrued, and also. 


rebilled through from Chattanooga at the local rate from 
there, together with the local up to Chattanooga. The 
tetal excess charge was $116, which we promptly paid, 
and filed claim with the delivering line, who declined 
claim. We then brought suit in justice court, and no 
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one appearing for the delivering carrier, we were givep 
a verdict. Later the delivering carrier took an appeal 
to the Common Pleas Court and obtained a dismissal op 
the grounds that they were not responsible for the error. 
We took this procedure account of the bill of lading 
carrier being in such financial difficulties, we felt it pet. 
ter to act against delivering line. The car passed over 
four or five different lines, and we can’t very well find 
who is the One-in error. However, can we not legally 
collect from the delivering carrier, or must we file with 
the bill of lading carrier? 


“Another illustration: A crate of machinery arrives 
with some parts damaged, which is concealed and not 
detected till crating is removed. Can we collect our 
claim from the delivering carrier, or must we file it with 
the bill of lading carrier? Also, can the carrier compel 
us to submit affidavit from, our drayman that he handled 
it carefully? We have submitted affidavit that it was 
damaged when uncrated.” 


The law does not give a shipper the right to hold 
the delivering carrier solely responsible for any loss, 
damage or overcharge to property caused in transit, 
regardless of whether the same occurred on the deliver. 
ing carrier’s line or on the line of some other carrier over 
which such property passed. However, Section 20 of the 
Act to regulate commerce does make the carrier issuing 
the bill of lading; that is, the initial carrier, liable for 
any loss, damage or injury to property in transit caused 
by it or any other connecting carrier, on the manifest 
ground that the facilities of the initial carrier are much 
greater than those of the shipper to locate the goods 
and fix the liability for loss or damage. But this liability 
does not extend to the delivering carrier, and probably 
does not include claims for overcharges. In this respect, 
the act preserves to the shipper his right under existing 
laws to seek his remedy from the carrier actually at 
fault in causing the loss or damage. As a consequence, 
while you could collect from the delivering carrier any 
damage caused to the shipment of machinery described, 
only on the ground that the injury actually occurred over 
its line, yet you are not deprived of any right to recover 
from the initial carrier in the first instance. 


The carrier cannot force your servants to furnish 
affidavits covering the manner in which they handled 
the shipment, and even were such affidavits furnished, 
they would not be material, if you could establish the 
fact that the goods were in good order when received 
by the initial carrier and were in a damaged condition 
when delivered at destination by delivering carrier. If, 
however, it is material to show that such damage did not 
occur between the time when the goods were delivered 
to you and unpacked by your servants, such affidavits 
might be of some value in proving your case. 


As to the overcharge on the carload of lumber, there 
is some doubt if Section 20 of the Act covers such 
claims. An overcharge is not, strictly speaking, a “loss, 
damage or injury to such property.” It would therefore 
seem that such an action, if instituted in the courts, 
should be against the carrier at fault for the overcharge. 
As such claims are usually filed with the Interstate Com- 
merce Commission, the practice of which enables you t0 
join in one action all carriers participating in a shiP 
ment, and thus relieving you’ of the obligation to elect 
which carrier to sue, it would be a much simpler and 
economical procedure for you to resort to that tribunal 
for redress. 
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Consolidated Pump Co., The, vs. L. 8S. 
& M.S., and Toledo & West. (4538). 
Complainant alleges that the re- 
fusal of defendants to put in a 
switch at West Toledo, O., puts it 
to a great disadvantage in the car- 
ryving on of its business, and prays 
that after due hearing and investi- 
gation defendants be made to an- 
swer such charges, to cease and 
desist from said violation, and for 
such further orders as Commission 
may consider complainant’ enti- 
tled to. 
Faribault Furniture Co., The, vs. C. 

Gt. W. et al. (4527). 

Complainant alleges that in the 
course of its business it shipped 
from Faribault, Minn., to Fort 
Worth, Tex., a consignment of new 
furniture, charges assessed and col- 
lected being based on a rate of 
$1.015 per 100 Ibs. 

Complainant alleges that rates 
charged by defendants are excess- 
ive, unreasonable and unjust, and 
prays that after due hearing and 
investigation defendants be made to 
answer such charges, to cease and 
desist from said violation, to put 
in foree more reasonable and just 
rates, and asks reparation in the 
sum of $24.43. 

Hobbs & Knight vs. A. C. L. (4532). 

Complainant alleges that rates 
charged by defendant on vehicle 
parts and vehicle material from 
Ohio River points to Tampa, Fla., 
are excessive, unreasonable and un- 
just, and prays that after due hear- 
ing and investigation defendant be 
made to answer such charges, to 
cease and desist from said violation, 
to put in force more reasonable and 
just rates, and for such further or- 
ders as Commission may consider 
complainant entitled to. 

Paine Lumber Co., The, vs. C. C. C. 

& St. L. and C. & N. W. (4529). 

Complainant alleges that on July 
25, 1910, it received at Oshkosh, 
Wis. a consignment of doors, 
shipped from Cleveland, O., charges 
assessed and collected being based 
on a rate of 30%c per 100 lbs. 

Complainant alleges that a just 
and reasonable rate should not ex- 
ceed 24%c per 100 Ibs., and prays 
that after due hearing and investi- 
gation defendants be made to an- 
Swer such charges, to cease and de- 
Sist from said violation, and asks 
reparation in the sum of $17.93. 

Pease Grain & Sand Co., The, vs. C. 

B. & Q. (4540). 

Complainant alleges that of March 
1, 1910, it shipped from Burwell, 
Neb., to Norton, Kan., a carload of 
Shelled corn, charges assessed and 
collected being based on a rate of 
lle per 100 Ibs. 

Complainant alleges that a just 
and reasonable rate should not ex- 
ceed 12¢ per 100 lIbs., and prays 
that after due hearing and investi- 





gation defendants be made to an- 
swer such charges, to cease and 
desist from said violation, to put in 
force more reasonable and just 
rates, and asks reparation in the 
sum of $41.02. 


Riverside Mills, The, vs. Charleston & 


W. C. et al. (4523). 

Complainant alleges that on Feb. 
17, 1910, it shipped from Longdale, 
Ala., to Augusta, Ga., 74 bales of 
cotton factory sweepings, charges 
assessed and collected being $128.12, 
based on a rate of 38c per 100 Ibs. 

Complainant alleges that a just 
and reasonable rate should not ex- 
ceed 26c per 100 Ibs., and prays that 
after due hearing and investigation 
defendants be made to answer such 
charges, to cease and desist from 
said violation, to put in force more 
reasonable and just rates, and asks 
reparation in the sum of $40.47. 


Riverside Mills, The, vs. Sou. Ry. Co. 


and C. & O. Ry. (4525). 

Complainant alleges that on Jan. 
7, 1911, it shipped from Augusta, 
Ga., to Newport News, Va., a con- 
signment of cotton waste, charges 
assessed and collected being based 
on a rate of 42c per 100 Ibs. 

Complainant alleges said rate to 
be excessive, unreasonable and un- 
just, and prays that after due hear- 
ing and investigation defendants be 
made to answer such charges, to 
cease and desist from said violation, 
to put in force more reasonable and 
just rates, and asks reparation in 
such sum as Commission may con- 
sider complainant entitled to. 


Riverside Mill vs. Cent. of Ga. et al. 


(4524). 

Complainant alleges that in the 
course of its business it shipped 
various consignments of cotton bag- 
ging from Augusta, Ga., to Texas 
points. Complainant further alleges 
that rates charged by defendants 
were excessive, unreasonable and 
unjust, and prays that after due 
hearing and investigation defend- 
ants be made toe answer such 
charges, to cease and desist from 
said violation, and asks reparation 
in such sum as Commission may 
consider complainant entitled to. 


Riverside Mills vs. Georgia R. R. Co. 


et al. (4522). 

Complainant alleges that in the 
course of its business it shipped 
consignments of factory sweepings 
from Augusta, Ga., to Lockland, O., 
charges assessed and collected on 
all shipments being $420.94. 

Complainant alleges that charges 
collected by defendants were ex- 
cessive, unreasonable and unjust, 
and prays that after due hearing 
and investigation defendants be 
made to answer such charges, to 
cease and desist from said violation, 
to put in force more reasonable and 
just rates and asks reparation in 
the sum of $60.94. 


THE TRAFFIC WORLD AND TRAFFIC BULLETIN 829° 


COMPLAINTS BEFORE COMMISSION : 


Digest of Petitions Lodged with Interstate Commerce Board During Past Week 





Riverside Mills vs. Augusta & Sou. 


Steamboat Co., Ocean S. S. Co. of 
Savannah; N. Y., N. H. & H. and 
N. Y. C. & H. R. (4521). 

Complainant alleges that rates 
charged by defendants on cotton 
factory sweepings from Augusta, Ga. 
to eastern, interior and New Eng- 
land points are excessive, unrea- 
sonable and unjust, and prays that 
after due hearing and investigation 
defendants be made to answer such 
charges, to cease and desist from 
said violation, to put in force more 
reasonable and just rates, and asks 
reparation in such sum as Com- 
mission may consider complainant 
entitled to. 


Stacey & Sons Co., E. P., vs. Mo. Pac. 


et al. (4526). 

Complainant alleges that in the 
course of its business it shipped 
eighteen carloads of apples from 
various points in Kansas, Missouri 
and Iowa to various Minnesota 
points. 

Complainant alleges that rate 
charged by defendants were excess- 
ive, unreasonable and unjust, and 
prays that after due hearing and 
investigation defendants be made to 
answer such charges, to cease and 
desist from said violation, to put 
in force more reasonable and just 
rates and asks reparation in the 
sum of $341.32. 


Standard Oil Co., The, vs. M. St. P. 


& S. S. M. et al. (4534). 

Complainant alleges that in the 
course of its business it shipped 
from Leetsdale, Pa., to Superior, 
Wis., 12 carloads of tank steel, 
charges assessed and collected be- 
ing based on a rate of 86%c per 
100 Ibs. 

Complainant alleges that a just 
and reasonable rate should not ex- 
ceed 32c per 100 Ilbs., and prays 
that after due hearing and investi- 
gation defendants be made to an- 
swer such charges, to cease and 
desist from said violation, to put in 
force more reasonable and just 
rates, and asks reparation in the 
sum of $341.12. 


State of Iowa, Board of Railroad Com- 


missioners of lowa, Clinton Sugar 
Refining Co. and J. C. Hubunger 
Bros, Co. vs. A. C. L. et al. (4505). 
Complainants allege that the ad- 
vances in rates on glucose from 
Iowa points to eastern points are 
excessive, unreasonable and unjust, 
in view of the fact that the rates 
upon raw material have been re- 
duced. Complainant alleges that 
this situation gives an unfair advan- 
tage to eastern plants and unjustly 
discriminates against complainants. 
Complainants further allege that the 
rates on glucose from Clinton, Ia., 
to eastern and seaboard points, 
when for export, are excessive, un- 
reasonable and unjust. 
Complainants pray that after due 


830 


hearing and investigation defend- 
ants be made to answer such 
charges, to cease and desist from 
said violation, to put in force more 
reasonable and just rates, and for 
such further orders as Commission 
may consider complainant entitled 
to. 

Squire Dingee Co., The, vs. C. IL. & 
L. et al. (4535). 

Complainant alleges that on Oct. 
31, 1910, it shipped a consignment 
of pickles from Chicago, IIll., to At- 
lanta, Ga., charges assessed and 
collected being $146.49, based on a 
rate of 53c per 100 Ibs. 

Complainant alleges said rate to 
be excessive, unreasonable and un- 
just, and prays that after due hear- 
ing and investigation defendants be 
made to answer such charges, to 
cease and desist from said viola- 
tion, to put in force more reason- 
able and just rates, and asks repa- 
ration in the sum of $5.53. 

Sterling Salt Co., The, vs. P. R. R. et 
al. (4536). 

Complainant alleges that the rate 
of 14c per 100 Ibs. on bulk salt 
as charged by defendants from 
Halite, N. Y., to Chicago, IIl., is ex- 
cessive, unreasonable and unjust, 
that a just and reasonable rate 
should not exceed 10c per 100 Ibs., 
and prays that after due hearing 
and investigation defendants be 
made to answer such charges, to 
cease and desist from said violation, 
to put in force more reasonable and 
just rates and asks reparation in 
the sum of $16.00. 

Tuffli Bros. Pig Iron & Coke Co., The, 
vs. Colo. Mid. et al. (4528). 
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Complainant alleges that on 
August 3, 1910, it shipped from Shef- 
field, Ala., to St. Louis, Mo., and 
thence reconsigned to Leadville, 
Colo., a carload of pig iron; com- 
plainant alleges that the rate of 
25c, as charged by defendants from 
Colorado Springs to Leadville, Colo., 
is excessive, unreasonable and un- 
just, should not exceed 15c per 100 
lbs., and prays that after due hear- 
ing and investigation defendants. be 
made to answer such charges, to 
cease and desist from said violation, 
to put in force more reasonable and 
just rates and asks reparation in 
the sum of $103.52. 


Wagoner, H., Brewing Co., the, vs. 


P. R. R. et al. (4530). 
Complainant alleges that the rate 
of $3.33 per 100 lbs. on bottle caps 
from Baltimore, Md., to Salt Lake 
City, Utah, as assessed by defend- 
ants, is excessive, unreasonable and 
unjust, and prays that after due 
hearing and investigation defend- 
ants be made to answer such 
charges, to cease and desist from 
said violation, to put in force more 
reasonable and just rates, and asks 
reparation in the sum of $39.92. 


Western Traffic Association, The, vs. 


Cc. c. Cc. & St. L. et al. (4537). 
Complainant alleges that the rate 
of $3 per 100 lbs. on automobile 
axles from Indianapolis, Ind., to 
San Francisco, Cal., is excessive, 
unreasonable and unjust, that a 
just and reasonable rate should not 
exceed $1.75 per 100 lbs., and prays 
that after due hearing and investi- 
gation defendants be made to an- 
swer such charges, to cease and de- 








sist from said violation, to put in 
force more reasonable and _ just 
rates, and for such further orders 


as Commission may consider cop. 


plainant entitled to. 

Wichita Wholesale Furniture Co., The 
vs. K. C. Sou. and A. T. & SP 
Ry. (4531). 

Complainant alleges that on June 
4, 1910, it received a carload of 
furniture at Wichita, Kan., shipped 
from Fort Smith, Ark., charges as. 
sessed and collected on same being 
$144.00, being based on a rate of 
50c per 100 Ibs. 

Complainant alleges that a just 
and reasonable rate should not ex. 
ceed 32%c per 100 Ibs., and prays 
that after due hearing and investi. 
gation defendants be made to an. 
swér such charges, to cease and 
desist from said violation, to put in 
force more reasonable and _ just 
rates and asks reparation in the 
sum of $50.40. 

Wright, J. W., & Co. vs. 
(4533). 

Complainant alleges that on Noy. 
3, 1909, it shipped from Greenville, 
Ill., to St. Louis, Mo., one piece of 
machinery, charges assessed and 
collected being based on a rate of 
$2.63 per 100 Ibs. 

Complainant alleges that a just 
and reasonable rate should not ex- 
ceed $1.84 per 100 Ibs., and prays 
that after due hearing and investi- 
gation defendant be made to an- 
swer such charges, to cease and 
desist from said violation, to put in 
force more reasonable and _ just 
rates, and asks reparation in the 
sum of $2.34. 


Vandalia 
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Which Rules Shall Govern? 


THE TRAFFIC SERVICE NEWS BUREAU, 
WESTORY BUILDING, WASHINGTON, D. C. 

Washington, D. C., November 10.—The Riverside Mills 
of Augusta, Ga., filed five complaints against rail and 
water carriers this week, in each of which reparation is 
demanded in addition to the condemnation of the rates 
paid as unjust and unreasonable, and the fixing of just 
and reasonable charges. The part of the complaints 
asserting that unjust and unreasonable rates have been 
imposed is far less interesting than the question raised 
as to whether, on a through shipment originating at 
Augusta destined to Texas, the rules of the Western 
Classification or those of the Southeastern territory ap- 
ply, when the Western Classification road concurs in 
the originating carrier’s tariff. The allegations of fact 
in the complaint that raises this question, set forth in 
the fourth paragraph, are: 

The complainant, in August, 1910, delivered to the 
Central of Georgia 500 rolls of rewoven bagging weigh- 
ing 56,000 pounds, consigned to a Waco grocery. One 
bill of lading was issued and the shipment was routed 
via the Illinois Central to Memphis, St. Louis South- 
western at Memphis and St. Louis Southwestern of 
Texas to destination. 








200 in another, and 100 in the third on the rate of 40 
cents per 100 pounds. Under the rule in force in 
Southeastern territory, the Illinois Central marked the 
expense bills “part of lot of 500 rolls.” On arrival at 


























The originating carrier forwarded 200 rolls in one car,- 








destination the St. Louis Southwestern demanded and 
collected the 40-cent rate on three full cars, thereby, 
as the complaint says, raising the weight of 100 rolls 
from 8,000 to 24,000 pounds. 

The Western Classification rule is that the carload 
rate does not apply on shipments loading a minimum 
of less than 30,000 pounds. The published rate, of 
course, governs, but in this case which is the published 
rate? 

In a case involving the Pennsylvania Railroad, the 
question as to which set of rules applied seemed t0 
have been raised, but the Commission found that it was 
not a through shipment and that therefore the shipper 
could not sustain his contention that he was entitled to 
have the Official Classification rules enforced in the 
Western. 

The complainant in this case, however, does not make 
any point with regard to the application of the rules, but 
contents himself with the declaration that the rule 
caused the imposition of an unjust and unreasonable 
rate on his shipments from Georgia to Texas points. 


PASSES ON SECTION FOUR APPLICATION. 


Washington, D. C., November 10.—The Interstate Coml- 
merce Commission has issued Fourth Section Order No. 
367, Application No, 5528, of the St. Louis & San Fran- 
cisco Railroad Company et al., granting authority to pel’ 
titioners to establish class and commodity rates 
freight via a new line from Marianna, Ark., to Anchorage, 
La., the same as rates in effect via the St. Louis, [roo 
Mountain & Southern. 
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NEWSPAPER COMMENT 
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Qn Railway and Other Questions of National and Local Interest. 





in these columns, we aim to give current newspaper comment on live topics; the publication of an editorial 
here carries with it neither the approval or disapproval of the opinions therein expressed.—The Traffic Service Bureau. 





Complete control of all the interstate railroads of 
the country by the Interstate Commerce Conrmission is 
foreshadowed in an opinion which has been handed down 
by the United States Supreme Court. Necessarily with 
this expansion of the Interstate Commerce Commission’s 
power must come a corresponding decrease in the author- 
ity of the various state railroad commissions. 


The decision was rendered in a suit brought under 
the federal safety appliances act. The court held that 
this statute must be complied with by every road which 
is a highway of interstate commerce. Cars and equip- 
ment of an interstate road, even though they do not leave 
the state, must be fitted with safety appliances. The 
opinion was rendered in an action brought against the 
Southern Railroad. 


What it means is that sooner or later the present 
system of dual authority must end. Authority over inter- 
state commerce now is divided between nation and state. 
Between the two the railroads manage to escape much 
of the supervision and control which the statutes are 
intended to provide. Ever since the Interstate Commerce 
Commission was organized there has been this clash of 
authority. The cause of both federal and state control 


has suffered through the indefiniteness of the law. As a 
result there has been a socalled “twilight zone” in 
which neither dared to assert its authority. The rail- 


roads themselves have suffered through not knowing a 
great deal of the time whether they were amenable to 
the state or the nation. Plainly the condition has been 
one which could not be tolerated long if adequate super- 
vision of interstate commerce were to be held to as a 
policy. On the other hand, the Interstate Commission 
is likely to be entirely swamped for a time by the mat- 
ters brought before it and on which a speedy ruling is 
how secured from the state commissions.—Grand Rapids 
(Mich.) Press. 


* * * 


The last report of the Panama Canal Commission 
shows that astonishing progress has been made in the 
construction of that great international waterway. The 
date originally set for the opening of the canal was the 
Summer of 1915, but so rapidly has the construction gone 
forward that July, 1913, is now the time set on the 
Official dial. The engineers say that all the concrete 
work in the great Gatun locks will be completed by next 
July, and that by the following December the Pacific end 
Will be finished except the gates, which they expect to 
but in place in June, 1913. The greatest difficulty in the 
Work has been experienced by extensive landslides in 
the Culebra cut, which have occurred many times, much 
delaying the work. Not that there may not be other 
slides, but the opening is now so far advanced as to 
Preclude a failure. The Culebra cut will be “cut;” 
there is no longer any question about it, and the date 
for its completion is set for July, 1913. 





With these dates in view, the canal commission sees 
the necessity for the speedy arrangement of rates, for 
it requires a long while for a transportation company to 
work out its freight and passenger schedules. These 
companies wish to be ready with these when the psycho- 
logical moment comes, instead of being forced into a 
hurried scramble for the details that mean trade through 
the new waterway. 

The commission points out that they cannot fix rates 
of transportation, nor has the President the power to 
do this. This power rests with Congress and is one 
of the subjects that should receive early attention when 
that body convenes in December. 

Already the question of canal rates is attracting 
attention abroad. From London comes the statement 
that ship owners declare that the traffic through the 
Panama Canal will depend on whether the American 
government imposes light dues to pay expenses or heavy 
charges and attempts to make a percentage on the capital 
invested, in which latter case, they say, the traffic will 
go to the Tehuantepec Ship Railway, which is now con- 
structing a double track owing to increase of business. 

It is added that German, French, Swedish, Austrian 
and Italian owners are also preparing for the opening of 
the Panama Canal. 


It is stated that England receives $5,000,000 annu- 
ally from her one-third interest in the Suez Canal, which 
cost $20,000,000. But that canal has never developed 
shipping, owing to the heavy charge of six shillings per 
cubic ton and eight shillings per passenger. The enor- 
mous cost of the Panama Canal will prevent its ever 
being a source of profit to the American government. 
It is hoped that the charges will be so low as to make 
the canal practically free to shipping and that the charge 
will not be by cubic measure, as on the Suez Canal, in- 
cluding the whole space of saloons, corridor, etc., but 
on the cargo carried through the canal. If charges are 
made low it is believed that the Suez Canal will adopt 
a like policy in less than ten years.—Springfield (Mo.) 
Leader. 


* * * 


The Supreme Court has a way of confounding those 
guessers who are wont to assume that one decision 
constitutes a logical precedent for another in an appar- 
ently related line of litigation. It will very likely do so 
again, when it sits on the Minnesota rate case, and de- 
cides whether it will apply the seeming precedent of the 
safety appliance decision to the business rate regulation. 

In the matter of safety appliances the court held 
that all railroads engaged in interstate commerce must 
comply with the federal law concerning safety appliances. 
It distinctly makes the federal law not merely superior, 
but in this realm exclusive. While conclusion is impos- 


sible without study of the complete text of the court’s 
opinion, it would seem to erase all state laws on the 
subject and to substitute the federal code for them. 
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The manner of the court’s reasoning. seems to war- 
rant the impression that this decision is a forerunner 
of a like decision as to traffic rates and regulations. 
The argument presented by Mr. Justice Van Devanter is 
certainly one which would just as accurately apply to 
the making of rates. He points out that interstate and 
intrastate traffic are constantly intermingled throughout 
the whole fabric of a railroad’s business. They are 
often carried in the same car, constantly in the same 
train. Moreover, he suggests, the different trains are 
not independent in point of movement and safety; a 
train moving interstate business and one doing only 
state business might conceivably be mixed in a disaster, 
one causing accident to the other. Therefore, both 
must have the equipment the federal law demands. 

All this accurately applies to the question of rates. 
In the Minnesota rate case the Circuit Court held that 
a state might not impose such regulations of state traffic 
as could affect interstate rates. The argument was, in 
effect, that if the state unduly reduced its rates within 
its own borders, then the railroad company might have 
to raise interstate rates in order to make up for losses 
on state freightage; and this would be a regulation 
of interstate business by a state authority, perhaps to 
the injury of business of other states. 

This Circuit Court decision is the one which inspired 
the state governors at their Spring Lake conference to 
hame a committee to present in Supreme Court a brief 
in behalf of the states’ rights of regulation. It caused 
much alarm among the state authorities, but the alarm 
was based, mainly, on the fear that the federal courts 
might destroy the states’ powers of regulation, without 
projecting the federal power over the field of state 
traffic, and thus leave purely state business free from 
all regulation. 

The safety appliance decision points the 
of taking over to federal jurisdiction 
which state control is excluded. This is the crux of 
the whole matter. Almost everybody is now agreed 
that a single control is preferable to a dual, and the 
only possible single control is manifestly that of the 
national government. If this shall prove to be the posi- 
tion of the court as to rates and charges, and if the 
Minnesota and related cases shall call forth clear, un- 
mistakable pronouncements of the national purpose to 
assume full authority and power, then the situation will 
be greatly simplified and improved. It will be a long 
step toward concentration of all power over commerce 
in the federal administration; and that concentration 
will be a Jong beginning toward the solution of the great- 
est, most difficult administrative problems of the times. 
—Washington (D. C.) Times. 
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Must Discontinue Allowances 
THE TRAFFIC SERVICE NEWS BUREAU, 
WESTORY BUILDING, WASHINGTON, D. C. 
Washington, D. C., November 10.—Interstate Com- 
merce Commissioner Lane, a few days ago, after stat- 
ing frankly to representatives of the railroads ‘which 
transport iron ore from points on the Great Lakes that 
they face criminal 
closed an inquiry he had been making into alleged dis- 
criminations and unlawful practices by these railroads. 
The Commission can make recommendations and sub- 
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mit evidence to the Department of Justice upon which 
the latter can bring suit. 
The men warned were: 


James McCrea, president of the Pennsylvania. 

J. H. Reed, president of the Bessemer & Lake Brie. 

J. H. Clark, general counsel for the New York, (Chi. 
cago & St. Louis. 

Charles F. Daly, vice-president of the Lake Shore 
and Michigan Central, “, 

Officials of these roads are under indictment for 
violating the Elkins law through rebates and dock 
charges. The beneficiary of these rebates is the stee| 
trust. 

The Interstate Commerce Commission ordered dis. 
econtinuance of the practice of granting refunds after 
collecting excessive dock charges. The railroads resisted 
the order, contending that the transaction was legal and 
that refunds were paid fairly to all shippers. 

The result of Commissioner Lane’s warning was an 
immediate promise to call a meeting of the traffic men 
of the ore-carrying roads, that some plan might be 
worked out in compliance with the order of the Com- 
mission. 


Toledo Charges Discrimination 
THE TRAFFIC SERVICE NEWS BUREAU, 
WESTORY BUILDING, WASHINGTON, D. C. 


Washington, D. C., November 10.—Alleged discrimina- 
tion against Toledo in the matter of wagon rates to the 
South became an issue last Friday in the argument by 
E. S. Eppler, for the complainant, in the case of the Mil- 
burn Wagon Company against the Lake Shore & Michigan 
Southern. Mr. Eppler started out to make an elaborate 
and intricate statement of the facts, but the Commis- 
sioners began asking questions, by means of which they 
got at the essential fact that the Milburn Company, with 
a factory at Toledo, is put at a disadvantage in southern 
territory, compared with Chicago, because the carriers 
in Official Classification territory canceled proportional 
rates to Ohio River crossings, thus leaving Chicago, 
Racine and Milwaukee in enjoyment of the Southern 
Classification on Illinois Central points and Mobile & 
Ohio. The Lake Shore, Big Four and other C. F. A. roads 
give Chicago a proportional rate of 10 cents to Cincil: 
nati, while Toledo must pay 12% local first class on 
farm wagons. Mr. Eppler said that the cancelation of 
the proportionals had the effect of moving complainant's 
factory up to Hudson Bay, so far as shipments to Ten- 
nessee are concerned, and wholly shut out of 
sippi. Another assertion made was that wagons, under 
the present adjustment, can be brought from Davenport, 
Ia., through Toledo, and put down at any point in Vir 
ginia cities, or, in fact, any territory southeast of Toledo, 
at a freight rate less than Toledo can get. 

D. P. Connell, for the carriers, said that the cal- 
celation of the proportional rates was for the purpose of 
removing the discrimination against Lansing and other 
points. 

“How about Columbus?’ asked Commissioner (lark. 

Mr. Connell said the Norfolk & Western makes the 
rate from Columbus. 

The Commissioner wanted to know whether the par 
ticipation of the Lake Shore, Mr. Connell’s client, did not 
impose some responsibility on that carrier. Mr. Connell 
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made the point that the Lake Shore has the option of 
engaging in that business or abstaining. If it elects to 
abstain, Toledo’s situation is not bettered. He said the 
proportional rates were canceled so that when the south- 
ern roads came forward with their proposals for through 
rates, the northern carriers would not be prejudiced by 
rates in which the northern carriers had borne the whole 
shrinkage. Mr. Connell made no reply to Commissioner 
Clark’s query as to what becomes of the shipper when 
the carriers square off for a fight of that kind, 


Mr. Eppler, in his reply, tinged his argument with 
a suggestion that the cancelations were made for the 
purpose of giving the International Harvester Company 
the southern market. His assertion was that the reason- 
able rates to the South apply only from points where 
plants of the so-called trust happen to be located, while 
Toledo is put on an equality with Milwaukee, the more 
distant of the trust plant points, at only two points, 
Memphis and New Orleans, while as to Virginia cities 
the relation Toledo rates should bear to Chicago rates is 
exactly reversed, Chicago getting a differential under 
Toledo. The attorney suggested that such a condition is 
intolerable and cannot merely happen to be the result 
of conditions over which the Lake Shore has no control. 


Association on Way to Goal 





The regular monthly meeting of the Chicago Trans- 
portation Association was held in their new headquar- 
ters at the Great Northern Hotel on Monday evening, 
November 6. From the enthusiastic numbers that were 
present at this meeting members feel certain that the 
association will have no difficulty in reaching the 1,000 
mark by January 1, 1912. At the meeting the applica- 
tions of 88 members were read and accepted. 

E. S. Ketcham addressed the association on “The 
Trafic Man of the Future.” 

“There is one word,” he said, “which stands out 
in the business man’s vocabulary to-day like Mars in 
perihelion. It is the important word ‘Cost.’ A little 
analysis will show that. this cost is dependent upon 
three basic factors: First, the cost of production or 
manufacturing; second, the cost of selling or marketing; 
and third, the cost of distribution, or freight charges. 
The first two factors are known definitely by most 
business men. The third factor, viz., the freight charges, 
which cost the shippers of this country about six millions 
of dollars daily, is not known by one man out of a hun- 
dred. This not only results in the loss of millions of 
dollars by those who pay the freight charges, but in- 
creases the cost of goods, resulting in a loss of profits 
or failure in business. 

“He who is master of freight rates is practically 
the master of the markets. Transportation is the life- 
blood of business. We have been talking all phases 
of the tariff problem for twenty years. The importance 
of our freight tax, which is seven times as much as 
our tariff tax, and which affects every man, woman and 
child in the United States, is now just dawning upon us. 

“It is human impossibility for a railroad rate clerk 
‘0 correctly quote the lowest rates on all the various 
articles shipped every day from any of the large cities 
‘o widely distributed territory. Clerks merely bill charges 
against freight according to the description given by 
the shipper. They do not attempt to suggest the lowest 
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rate that may be applied. 
ably not often get a day’s work done in a week. 
unreasonable, 
up the lowest rate for the shippers; they have not the 


If they did, they would prob- 
It is 
then, to expect railroad clerks to look 
time. In asking them to protect the shipper’s interests, 
you are asking them to serve two masters—and one 
of them pays no salary. No railroad attempts, nor would 
it be practicable, to change the description of freight 
or suggest other methods of packing it which would 
produce lower rates. No railroad carries a complete file 
of all the tariffs of all the railroads. And yet this is - 
practically what would have to be done if railroad 
clerks were to secure for the shipper the lowest rates.” 


Carrier Heard in Track Case 


——_- 


THE TRAFFIC SERVICE NEWS BUREAU, 
WESTORY BUILDING, WASHINGTON, D. C. 
Washington, D. C., November 10.—H. G. Herbel, rep- 
resenting the Missouri Pacific, made an argument Satur- 
day before the Commission, in answer to one which he 
did not hear, in the case of the Ralston (Neb,) Townsite 
Company against the carrier he represents. The Com- 
mission some time ago listened to an argument of the 
attorney for the complainant, because he had not re- 
ceived the notice of the postponement of the argument 
in time to save himself a trip to Washington. 


The conflict between the municipality and the rail- 
road grows out of a contract or attempt to make a 
contract for the construction of a switchtrack on & 
right of way donated to the company by the townsite 
company. They fell out, and now the complainant is 
trying to have the Commission make an order requir- 
ing the carrier to make physical connection with a 
track it is admitted does not exist. 

Mr. Herbel challenged the jurisdiction of the Com- 
mission and said that if there is anything for the com- 
plainant it is an action at law for damages for breach 
of contract or an equity proceeding for specific per- 
formance. In either case the Commission has nothing 
to do with the matter, said the lawyer. 


Embargo Question Up to Board 


THE TRAFFIC SERVICE NEWS BUREAU, 
WESTORY BUILDING, WASHINGTON, D. C. 


Washington, D. C., November 10.—Whether an em- 
bargo was unjust and in violation of the Act to regulate 
commerce was the point at issue argued Saturday before 
the Interstate Commerce Commission, in the case of 
the Missouri & Illinois Coal Company vs, the Illinois 
Central Railroad Company. 

The embargo complained of, explained Erskine Jor- 
dan, who opened the case for the petitioner, by 
tariff authority provided that, until further notice, IIli- 
nois Central and Southern Indianapolis coal cars must 
not be loaded with coal at mines on those roads to 
points on or reached by the roads named in the list 
furnished by the forbidding road. The object of this 
was to keep the Illinois Central and Indianapolis cars 
from becoming, in effect, the property of the roads that 
are not neighborly in returning borrowed cars. The 
embargo was against the cars going beyond the switch- 
ing limits of East St. Louis and St. Louis, thereby, so 
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Mr. Jordon said, shutting his clients out of business 
west of St. Louis unless the defendants could furnish 
the cars of other railroads, which, of course, made an 
exceptionally bad situation. 

Counsel for the respondent practically admitted the 
correctness of the claim that the complainant, by 
reason of the restriction, is shut out of the territory 
west of St. Louis, which is a hardship on a coal op- 
erator whose mines are in Illinois, as is the fact with 
regard to the complainant’s mines. He suggested that 
if the Commission can find a way for his client to keep 
an adequate supply of its own cars on its own lines, the 
Illinois Central will be .glad to adopt the plan. He 
doubted, however, whether the Commission or any court 
could force payment of the damages claimed by the 
complainant. The question of reparation, he said, is 
of an entirely different character. 


Can Open New Line 


THE TRAFFIC SERVICE NEWS BUREAU, 
WESTORY BUILDING, WASHINGTON, D. C. 

Washington, D. C., November 10.—Morgan’s Louisiana 
& Texas Railroad & Steamship Company has been au- 
thorized to begin business on its new line between 
Lafayette and Baton Rouge, La., on terms on which 
other carriers between those points are doing so. 

The permission is in the form of a Fourth Section 
Order No. 397, authorizing it to establish and maintain 
at Ithra and Wilbert, La., the same rates as are concur- 
rently in effect at Westover; at Ramah, Des Glaise, 
Toah, Atchafalaya River, Henderson, Fournet, Cham- 
paigne, Boudier and Lafinery the same rates as are con- 
currently in effect at Grosse Tete; and at Anse La Butte 
the same as are in effect at Lafayette. 

The rates authorized for the new line will remain in 
effect, so far as the long-and-short-haul section of the law 
are concerned, until the Commission passes on similar 
questions arising on other lines in that territory. 


Applications Must Be Specific 


Applications for relief under the long-and-short-haul 
clause of the new Illinois railroad law must be specific; 
blanket pleas for general relief will not be considered; 
this was the annowncement made by Chairman Berry of 
the state railroad and warehouse commission at a hear- 
ing in Chicago Thursday. 

The -question first came up in connection with a 
general application for relief filed by the Adams Express 
Company. The commission announced that before action 
could be taken the carriers would have to submit details 
on each instance in which the rate to the more distant 
point was exceeded by that-to an intermediate destina- 
tion. Otherwise, in the opinion of the board, neither in- 
telligent nor just action could be taken. Chairman Berry, 
in discussing the matter, cited the precedents laid down 
by the Interstate Commerce Commission and state boards 
for action under long-and-short-haul laws. 

Representatives of several leading railroads entering 
Chicago held a conference with the commissioners in 





the afternoon upon the following request submitted by 


the roads: 
“That in cases where two or more carriers have 
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lines between common points in this state and the line 
of one of such carriers is shorter than the other, then 
the carrier or carriers having such longer line betweep 
any two such common points may continue present 
rates or meet rates subsequently established by the cay. 
riers having the shorter line.” 

A petition embodying this request will be presenteg 
to the commissioners within a short time on behalf of 
all the railroads operating in the state. Chairman Berry 
of the commission announced that after the petition has 
been presented an order in conformance with the request 
will be issued, with the proviso that the commissioners 
will reserve the right to investigate any rate at any time 


Wants Car Service Case Reheard 





Oklahoma City, Okla., November 10.—The Chicago, 
Rock Island & Pacific Railway Company has filed a peti- 
tion for rehearing with the state Supreme Court in the 
ease of that road against W. W. Beatty, involving pen- 
alties for failure to furnish cars within five days after 
the equipment was ordered. 

The territorial law of 1905 imposed a fine of $1 
a day on railroads for failing to furnish cars within 
that time, and several days ago the state Supreme Court 
commission held that the law was not infringing on or 
conflicting with the commerce clause of the United States 
Constitution and rendered verdict in favor of Beatty. 
The case has been in the courts since 1906 and was 
originally filed in Caddo County. 


WHEN MUST BILL OF LADING BE ISSUED? 


Harrisburg, Pa., November 10.—The question of when 
the railroad must give a signed bill of lading to the 
shipper has been raised by a petition filed with the 
state railroad commission against the Pennsylvania Rail- 
road by the Union Charcoal Company of Straight. lt 
appears that the Shipper presents regularly filled out 
bills at Straight, but that the carrier refuses to sign 
them for several days after the delivery of the lading. 
The defense is set up that the carrier must wait for 
proper weight to be returned from distant scales, instead 
of accepting those originally appearing in the bill. 


NAMES EXECUTIVE COMMITTEE. 

St. Paul, Minn., November 10.—President Staples of 
the National Association of Railway Commissioners has 
announced the appointment of the following executive 
committee: Commissioners Finn (Kentucky), chairman; 
Gothlin (Ohio), Prentis (Virginia), and Wood (Indiana). 
Secretary Connolly and President Staples are ex-officio 
members, 


New Examiners Appointed 


THE TRAFFIC SERVICE NEWS BUREAU, 

WESTORY BUILDING, WASHINGTON, D. © 

Washington, D.C,, November 10.—The Interstate Com 

merce Commission has appointed G. B. McGinty, whe 

has been secretary to Chairman Clements, and E. B. 

Henderson, who has served in a similar capacity 
Commissioner Lane, to be special examiners. 

That there is a big amount of work to be done 
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inferred from the fact that, although he is a 
new man, sixty-three cases have already been assigned 


may be 


for hearing before Mr. Henderson, beginning in De- 


cember. There is no such thing as an easy breaking in 


for him. In a short time Examiner McGinty will have 
a bunch of assignments placed before him, with the 
mandatory injunction to “get busy” and continue so 
yntil he has prepared the testimony ready for sub- 


mission to the Commissioners. 


May Reopen Differential Fight 


New York, November 10.—Notice has been served on 
members of the Trunk Line Association that the New 
York. Ontario & Western will re-establish its differential 
rates on westbound traffic, effective December 2. These 
were 6, 5, 4, 3, 2 and 2 cents on the six classes of freight, 
and were withdrawn over a year ago. 

This announcement has been followed by the rumor 
that the Erie and Lackawanna have warned the N. Y., 
0. & W. that unless these rates are withdrawn they will 
meet the cut. Should this reduction be made good, the 
chances for an interesting and bitter rate war are bright. 





ANOTHER TRANSCONTINENTAL TARIFF FALLS. 


Washington, D. C., November 10.—The Interstate Com- 
merce Commission has suspended, until February 28, 
1912, Supplement No. 5 to Union Pacific I. C. C. No. 


99r9 


2352, advancing class rates to western points. 


Craffic World Chanaes 


John W. White has been appointed commercial agent 
i the Georgia Southern & Florida Railway Company, 
with headquarters at Tampa, Fla., vice George H. Rob- 
inson, resigned. John C. Lettice has been appointed 
soliciting freight agent of the same road at Macon, Ga., 
vice J. T. Livsey, transferred. 

John L. Sullivan has been appointed general freight 
and passenger agent of the Fort Dodge, Des Moines & 
Southern Railroad, with headquarters at Boone, Ia. Prior 
to his service with this road, which began as assistant 
general freight agent, Mr. Sullivan had both steam and 
electric railroad experience, serving with the Northwest- 
ern, Great Western and Manchester & Oneida railways. 

Theodore P. Shonts has resigned as president of the 
Minneapolis & St. Louis and Iowa Central railways. He 
has been succeeded by Norman Erb. Mr. Shonts, how- 
ever, still retains his membership on the board of these 
Hawley lines. 

Walter E. Blachley has been appointed district agent 
of the freight and passenger department of the Penn- 
Sylvania Lines and the Star Union Line, with office at 
Winnipeg, Man. Keith Watson has been appointed pas- 
senger and freight solicitor in connection with the Win- 
nhipeg agency. 

James W. Flannery has been appointed commercial 
agent of the Georgia Southern & Florida Railway Com- 
pany, with headquarters at’ Cincinnati, O., vice George 
H. Wilcox, promoted. 

Fr. M. Martin has been appointed traveling freight 





agent of the Lake Erie & Western, Fort Wayne, Cin- 
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cinnati & Louisville and Northern Ohio railways, with 
headquarters at Indianapolis, Ind., vice F. S. Wills, re- 
signed, 

J. S. Wood has been appointed assistant general 
freight agent of the Lehigh Valley Railroad Company, 
with headquarters at New York City, vice R. K. Barton, 
resigned to accept service elsewhere. 


TO RESUME MONTHLY LUNCHEONS. 


The Traffic Club of Chicago announces that its special 
monthly luncheons, with addresses by prominent traffic 
men, will be resumed, beginning Tuesday, November 21. 


More Fourth Section Orders 


THE TRAFFIC SERVICE NEWS BUREAU, 
WESTORY BUILDING, WASHINGTON, D. C. 

The following fourth section orders have been issued 
by the Interstate Commerce Commission: 

Fourth Section Order No. 279. October 6, 1911. 
Rates on Coal. 

IN THE MATTER OF APPLICATION, NO. 5398, OF 
THE SOUTHERN RAILWAY COMPANY, BY G. R. 
BROWDER, ITS ASSISTANT FREIGHT TRAFFIC 
MANAGER, FOR ITSELF AND ON BEHALF OF 
CARRIERS PARTICIPATING WITH IT IN THE 
TRANSPORTATION OF COAL TO NAVAL STA- 
TION, BURTONS MILL, AND READ PHOSPHATE 
WORKS, S. C., FOR RELIEF FROM THE PROVI- 
SIONS, OF THE FOURTH SECTION OF THE ACT 
TO REGULATE COMMERCE, AS AMENDED JUNE 
18, 1910, WITH RESPECT TO RATES ON COAL. 
This application, No. 5398, made August 17, 1911, 

on behalf of the Southern Railway Company, and its 

connections, asks for authority to establish rates on coal 
to Naval Station, S, C., Burtons Mills, S. C., and Read 

Phosphate Works, S. C., the same as rates now in effect 

from points on the lines of the Southern Railway Com- 

pany, and its connections, to Charleston, S. C., although 
the said rates may be lower than rates concurrently in 
effect to intermediate points. 

Naval Station, S. C., Burtons Mill, S. C., and Read 
Phosphate Works, S. C., are contiguous to Charleston, 
S. C., and it is the desire of the petitioners to afford 
consumers of coal at these stations the same rates as 
are now in effect at Charleston, S. C., the rates to the 
latter point that are not in accord with the provisions 
of the fourth section being protected by applications that 
were filed with the Commission on or before February 
17, 1911. 

Upon ccnsideration of the matters involved herein, 

It is ordered, That until the Commission passes upon 
any of the applications for relief from the provisions 
of the fourth section of the Act to regulate commerce 
that were filed on or before February 17, 1911, by the 
carriers or their agents, with respect to the rates on 
coal to Charleston, S. C., the application herein referred 
to and made a part of this order, be, and the same is 
hereby, granted. 

The Commission does not hereby approve any rate 
or rates that may be filed under this authority, all such 
rates being’ subject to complaint, investigation and cor- 
rection if in conflict with any other provisions of the Act, 
It is further ordered, That when the Commission 
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passes upon any application for relief from the provisions 
of the fourth section, with respect to the rates herein 
referred to, the order issued with relation thereto will 
automatically cancel the permission herein granted as 
to the rates covered and affected by such order. 





Fourth Section Order No. 280. October 9, 1911. 
Rates on Cottonseed Oil, Cottonseed Foots and Soap Stock. 
IN THE MATTER OF THE APPLICATION, NO, 5345, 

OF THE SOUTHERN RAILWAY COMPANY (ST. 

LOUIS-LOUISVILLE LINES), THROUGH R. A. 

CAMPBELL, ITS GENERAL FREIGHT AGENT, ON 

ITS OWN BEHALF AND ON BEHALF OF THE 

PARTICIPATING CARRIERS NAMED ON PAGE 3 

OF ITS I. C. C. NO. C-1453, FOR RELIEF FROM 

THE PROVISIONS OF THE FOURTH SECTION, 

WITH RESPECT TO RATES ON COTTONSEED 

OIL, COTTONSEED FOOTS AND SOAP STOCK, 

FROM LOUISVILLE, KY., TO BROOKLYN, N. Y., 

HOBOKEN, N. J., AND JERSEY CITY, N. J. 

This application, No, 5345, made July 31, 1911, asks 
for authority to establish a rate of 17 cents per hundred 
pounds on cottonseed oil, cottonseed foots and soap stock 
from Louisville, Ky., to Brooklyn, N. Y., Hoboken, N. J., 
and Jersey City, N. J., when originating at points in 
the states named in Note 14 of I. C. C. No. C©-1453, 
minimum weight as provided in Item No. 660 of its 
tariff No. C-1453, which is less than the rate concurrently 
in effect to intermediate points. 

This application is based upon the ground that the 
rate which the petitioner desires to establish from 
Louisville, Ky., to the destination points named is now 
in effect via the lines of other carriers, which are pro- 
tected as to such rate by applications for relief from 
the provisions of the fourth section filed on or before 
February 17, 1911, 

Upon consideration, 

It is ordered, That, pending the action of the Com- 
mission concerning any of the applications for relief 
from the provisions of the fourth section filed on or 
before February 17, 1911, with respect to the rates on 
the commodities named herein from Louisville, Ky., to 
the destination points, Brooklyn, N. Y., Hoboken, N. J., 
’ and Jersey City, N. J., this application, which is herein 
referred to and made a part hereof, be, and the same is 
hereby, granted. 

The Commission does not hereby approve any rate 
or rates that may be filed under this authority, all such 
rates being subject to complaint, investigation and cor- 
rection if in conflict with any other provision of the Act. 

It is further ordered, That when the Commission 
passes upon any application for relief from the provisions 
of the fourth section, with respect to the rates herein 
referred to, the order issued with relation thereto, will 
automatically cancel the permission herein granted as to 
the rates covered and affected by such order. 





Fourth Section Order No. 281. 

Class and Commodity Rates. 

IN THE MATTER OF THE APPLICATION, NO. 5357, 
OF F. A. LELAND, AGENT, FOR AND ON BEHALF 
OF CARRIERS PARTIES TO HIS TARIFFS I. C. C. 
NOS. 829, 797, 740, 823, 811, 807, 833, 806, 834, 852, 
795, 742, 819, 836, FOR RELIEF FROM THE PRO- 
VISIONS OF THE FOURTH SECTION OF THE 
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ACT TO REGULATE COMMERCE, AS AMENDED 
JUNE 18, 1910. 


This application, No. 5357, made August 8, 1911, agks 
for authority to establish and maintain, for account of - 
the Midland Valley Railroad, at Gueda Springs, Oxford, 
Belle Plaine and Wichita, Kan., the same rates as are 
now in effect to these points in F. A. Leland’s tariffs, 
I. C. C. Nos. 829, 797, 740, 823, 811, 807, 833, 806, 834 
852, 795, 742, 819 and 836; also for authority to establish 
and maintain at Adamsville, and at Waco, Kan., local 
stations on the Midland Valley Railroad, the same rates 
as are now in effect in the tariffs hereinbefore name 
at Oxford, Kan., and Wichita, Kan. 


This application is based upon the following ground: 
An extension of the Midland Valley Railroad, running 
north from Arkansas City, Kan., through Gueda Springs, 
Adamsville, Oxford, Belle Plaine, and Waco to Wichita, 
Kan., will be completed and open for freight and pas- 
senger traffic on or about October 1, 1911. Gueda 
Springs, Kan., is now served by the Kansas Southwestern 
Railway; Oxford and Belle Plaine, Kan., by the Atchison, 
Topeka & Santa Fe and Missouri Pacific Railways, and 
Wichita, Kan., by the Atchison, Topeka & Santa Fe 
Railway, Chicago, Rock Island & Pacific Railway, St. 
Louis & San Francisco Railroad, Kansas City, Mexico 
& Orient Railway and Missouri Pacific Railway. The 
rates from and to points via these lines that are not 
in accord with the provisions of the fourth section of 
the Act to regulate commerce are protected by applica- 
tions filed with the Commission on or before February 
17, 1911, and it is the desire of the petitioner to estab- 
lish the same basis of rates from and to the said points 
via the new line of the Midland Valley Railroad, as soon 
as the same is completed, and also to establish at the 
local stations on this line, viz., Adamsville and Waco, 
Kan., the same rates as are now in effect at Oxford 
and Wichita, Kan., respectively. 

Upon consideration of the matters involved herein, 

It is ordered, That until the Commission passes upon 
any of the applications for relief from the provisions 
of the fourth section of the Act to regulate commerce, 
that were filed on or before February 17, 1911, by the 
carriers or their agents with respect to the rates from 
and te Gueda Springs, Oxford, Belle Plaine and Wichita, 
Kan,, published in the tariffs hereinbefore enumerated, 
the application herein referred to and made a part of 
this order be, and the same is hereby, granted. 

The Commission does not hereby approve any rates 
that may be filed under this authority, all such rates 
being subject to complaint, investigation and correction 
if in conflict with any other ‘provision of the Act. 

It is further ordered, That when the Commissiot 
passes upon any application for relief from the provisions 
of the fourth section, with respect to the rates hereil 
referred to, the order issued with relation thereto will 
automatically cancel the permission herein granted as t0 
the rates covered and affected by such order. 








Class and Commodity Rates. 

IN THE MATTER OF THE APPLICATION, NO. 5362, 
OF F. A. LELAND AND WM. J. SEDGMAN, AGENTS, 
FOR AND ON BEHALF OF CARRIERS PARTIES 
TO F. A. LELAND’S, AGENT, TARIFF I. C. C. NO 
788, AND WM. J. SEDGMAN’S, AGENT, TARIFF 
I. C. C. NO. 57, FOR RELIEF FROM THE PROV! 
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SIONS OF THE FOURTH SECTION OF THE ACT 
TO REGULATE COMMERCE, AS AMENDED JUNE 
18, 1910. 


This application, No. 5362, made August 8, 1911, asks 
for authority to establish and maintain, for account of 
the Midland Valley Railroad, at Gueda Springs, Oxford, 
Belle Plaine and Wichita, Kan., the same rates as are 
concurrently in effect in F, A. Leland’s, Agent, Tariff 
I c. C. No. 788, and Wm. J. Sedgman’s, Agent, Tariff 
L Cc. C. No. 57; also to establish and maintain at Adams- 
ville, Kan., and Waco, Kan., local stations on the Mid- 
land Valley Railroad, the same rates as are now in 
effect in the said tariffs at Oxford and Wichita, Kan. 

This application is based upon the following ground: 
An extension of the Midland Valley Railroad running 
north from Arkansas City, Kan., through Gueda Springs, 
Adamsville, Oxford, Belle Plaine and Waco, to Wichita, 
Kan., will be completed and open for freight and pas- 
senger traffic on or about October 1, 1911. QGueda 
Springs, Kan., is now served by the Kansas Southwestern 
Railway; Oxford and Belle Plaine, Kan., by the Atchison, 
Topeka & Santa Fe and Missouri Pacific Railways, 
and Wichita, Kan., by the Atchison, Topeka & Santa 
Fe Railway, Chicago, Rock Island & Pacific Rail- 
way, St. Louis & San Francisco Railroad, Kansas 
City, Mexico & Orient Railway, and Missouri Pa- 
cific Railway. The rates from and to points via these 
lines that are not in accord with the provisions of the 
fourth section of the Act to regulate commerce are 
protected by applications filed with the Commission on 
or before February 17, 1911, and it is the desire of the 
petitioner to establish the same basis of rates from and 
to the said points via the new line of the Midland Valley 
Railroad, as soon as the same is completed, and also 
to establish at the local stations on this line, viz., 
Adamsville and Waco, Kan., the same rates as are now 
in effect at Oxford and Wichita, Kan., respectively. 


Upon consideration of the matters involved herein, 

It is ordered, That until the Commission passes upon 
any of the applications for relief from the provisions 
of the fourth section of the Act to regulate commerce, 
that were filed on or before February 17, 1911, by the 
carriers or their agents, with respect to the rates from 
and to Gueda Springs, Oxford, Belle Plaine and Wichita, 
Kan., published in the tariffs hereinbefore enumerated, 
the application herein referred to and made a part of 
this order be, and the same is hereby, granted. 

The Commission does not hereby approve any rates 
that may be filed under this authority, all such rates 
being subject to complain, investigation and correction 
if in conflict with any other provision of the Act. 

It is further ordered, That when the Commission 
passes upon any application for relief from the provisions 
of the fourth section, with respect to the rates herein 
referred to, the order issued with relation thereto, will 
automatically cancel the permission herein granted as to 
the rates covered and affected by such order, 





Fourth Section Order No. 283. October 9, 1911. 
Class and Commodity Rates. 


IN THE MATTER OF THE APPLICATION, NO. 5365, OF 
F. A, LELAND AND J. F. TUCKER, AGENTS, FOR 
AND ON BEHALF OF CARRIERS PARTIES TO F. A. 
LELAND’S, AGENT, TARIFF I. C. C. NO. 794, AND J. 
F. TUCKER’S, AGENT, TARIFF I. C. C. NO. 250, FOR 
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RELIEF FROM THE PROVISIONS OF THE FOURTH 
SECTION OF THE ACT TO REGULATE COM- 
MERCH, AS AMENDED JUNE 18, 1910. 

This application, No. 5365, made August 10, 1911, asks 
for authority to establish and maintain, for account of the 
Midland Valley Railroad, at Gueda Springs, Oxford, Belle 
Plaine and Wichita, Kan., the same rates as are concur- 
rently in effect in F. A. Leland’s, agent, Tariff I. C. C. No. 
794, and J. F. Tucker’s, agent, Tariff I. C.-C. No. 250; also 
to establish and maintain at Adamsville, Kan., and Waco, 
Kan., local stations on the Midland Valley Railroad, the 
same rates as are now in effect in the said tariffs at Oxford 
and Wichita, Kan. 


This application is based upon the following grounds: 
An extension of the Midland Valley Railroad, running 
north from Arkansas City, Kan., through Gueda Springs, 
Adamsville, Oxford, Belle Plaine and Waco to Wichita, 
Kan., will be completed and open for freight and passen- 
ger traffic on or about October 1, 1911. Gueda Springs, 
Kan., is now served by the Kansas Southwestern Railway; 
Oxford and Belle Plaine, Kan., by the Atchison, Topeka & 
Santa Fe and Missouri Pacific railways, and Wichita, Kan., 
by the Atchison, Topeka & Santa Fe Railway, Chicago, Rock 
Island & Pacific Railway, St. Louis & San Francisco Rail- 
road, Kansas City, Mexico & Orient Railway and Missouri 
Pacific Railway. The rates from and to points via these 
lines that are not in accord with the provisions of the 
fourth section of the Act to regulate commerce are pro- 
tected by applications filed with the Commission on or 
before February 17, 1911, and it is the desire of the peti- 
tioner to establish the same basis of rates from and to 
the said points via the new line of the Midland Valley 
Railroad, as soon as the same is completed, and also to 
establish at the local stations on this line, viz., Adamsville 
and Waco, Kan., the same rates as are now in effect at 
Oxford and Wichita, Kan., respectively. 


Upon consideration of the matters involved herein, 

It is ordered, That until the Commission passes upon 
any of the applications for relief from the provisions of 
the fourth section of the Act to regulate commerce that 
were filed on or before February 17, 1911, by the carriers 
or their agents, with respect to the rates from and to 
Gueda Springs, Oxford, Belle Plaine and Wichita, Kan., 
published in the tariffs hereinbefore enumerated, the appli- 
cation herein referred to and made a part of this order be, 
and the same is hereby, granted. 

The Commission does not hereby approve any rates 
that may be filed under this authority, all such rates being 
subject to complaint, investigation and correction if in 
conflict with any other provisions of the Act. 

It is further ordered, That when the Commission 
passes upon any application for relief from the provisions 
of the fourth section, with respect to the rates herein 
referred to, the order issued with relation thereto will 
automatically cancel the permission herein granted as to 
the rates covered and affected by such order. 

a 





Fourth Section Order No. 284, October 9, 1911. 

Rates on Cross Ties. 

IN THE MATTER OF THE APPLICATION, NO. 5402, 
OF THE NASHVILLE, CHATTANOOGA & ST. 
LOUIS RAILWAY, THROUGH H, N. STEADWELL, 
ITS ASSISTANT GENERAL FREIGHT AGENT, ON 
BEHALF OF ITSELF AND ITS CONNECTIONS, 
FOR RELIEF FROM THE PROVISIONS OF THE 
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FOURTH SECTION, WITH RESPECT TO RATES 
ON CROSS TIES, IN CARLOADS. 

This application, No. 5402, made Aug. 16, 1911, asks 
for authority to establish commodity rates on cross ties, 
in carloads, from, to and between stations on the 
Nashville, Chattanooga & St. Louis Railway, which are 
lower in some instances to more distant points than to 
intermediate points. The rates sought to be established 
are the rates which are at present applicable on ship- 
ments of oak or chestnut lumber in carloads. 

Upon consideration, 

It is ordered, That pending the action of the Com- 
mission upon any of the applications for relief from the 
provisions of the fourth section, filed on or before Feb. 
17, 1911, with respect to the rates on oak and chestnut 
lumber, in carloads, from, to and between stations on the 
Nashville, Chattanooga & St. Louis Railway, this appli- 
cation, which is herein referred to and made a part 
hereof, be, and the same is hereby, granted. 

The Commission does not hereby approve any rate 
or rates that may be filed under this authority, all such 
rates being subject to complaint, investigation and cor- 
rection if in conflict with any other provision of the Act. 

It is further ordered, That when the Commission 
passes upon any application for relief from the provisions 
of the fourth section, with respect to the rates herein 
referred to, the order issued with relation thereto will 
automatically cancel the permission herein granted as to 
rates covered and affected by such order. 





Fourth Section Order No. 285. October 9, 1911. 
Class and Commodity Rates. 
ly THE MATTER OF THE APPLICATION, NO. 5355, OF 

F. A. LELAND AND J. F. TUCKER, AGENTS, FOR 

AND ON BEHALF OF CARRIERS PARTIES TO F. A. 

LELAND’S, AGENT, TARIFF I. C. C. NO. 841, AND J. 

F. TUCKER’S, AGENT, TARIFF I. C. C. NO 275, FOR 

RELIEF FROM THE PROVISIONS OF THE FOURTH 

SECTION OF THE ACT TO REGULATE COM- 

MERCE, AS AMENDED JUNE 18, 1910. 

This application, No. 5355, made August 8, 1911, asks 
for authority to establish and maintain, for account of the 
Midland Valley Railroad, at Gueda Springs, Oxford, Belle 
Plaine and Wichita, Kan., the same rates as are concur- 
rently in effect in F. A. Leland’s, agent, Tariff I. C. C. 
No. 841, and J. F. Tucker’s, agent, Tariff I. C. C. No. 275; 
also to establish and maintain at Adamsville, Kan., and 
Waco, Kan., local stations on Midland Valley Railroad, the 
same rates as are now in effect in the said tariffs at Oxford 
and Wichita, Kan. 

This application is based upon the following grounds: 
An extension of the Midland Valley Railroad, running 
north from Arkansas City, Kan., through Gueda Springs, 
Adamsville, Oxford, Belle Plaine and Waco to Wichita, 
Kan., will be completed and open for freight and passen- 
ger traffic on or about October 1, 1911. Gueda Springs, 
Kan., is now served by the Kansas Southwestern Railway; 
Oxford and Belle Plaine, Kan., by the Atchison, Topeka & 
Santa Fe and Missouri Pacific railways, and Wichita, Kan., 
by the Atchison, Topeka & Santa Fe Railway, Chicago, Rock 
Island & Pacific Railway, St. Louis & San Francisco Rail- 
road, Kansas City, Mexico & Orient Railway and Missouri 
Pacific Railway. The rates from and to points via these 
lines that are not in accord with the provisions of the 
fourth section of the Act to regulate commerce are pro- 
tected by applications filed with the Commission on or 
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Upon consideration of the matters involved herein, - | 
It is ordered, That until the Commission passes upon — 
it a The 
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cation herein referred to and made a part of this order be of the 
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The Commission does not hereby approve any rates oe 
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that may be filed under this authority, all such rates being 
subject to complaint, investigation and correction if in 
conflict with any other provisions of the Act. 

It is further ordered, That when the Commission New 





passes upon any application for relief from the provisions Newark 
of the fourth section, with respect to the rates herein re meeting 
ferred to, the order issued with relation thereto will auto- stormy 
matically cancel the permission herein granted as to the San stag 
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Fourth Section Order No. 286. October 9, 1911. yas and 
Class and Commodity Rates. 
IN THE MATTER OF THE APPLICATION, NO. 5360, H. L. 
OF W. A. POTEET, AGENT, FOR AND IN BEHALF 
OF CARRIERS PARTICIPATING IN HIS TARIFF Intricate 
I. C. C. NO. 251, FOR RELIEF FROM THE PROVI- ae 
SIONS OF THE FOURTH SECTION OF THE ACT TE 
TO REGULATE COMMERCE, AS AMENDED JUNE 
18, 1910. a 
This application, No, 5360, made August 7, 1911, asks The Ac 
for authority to establish at Wichita, Belle Plaine, Ox fae /@vift | 
ford, Gueda Springs and Arkansas City, Kan., class and supe 
commodity rates to and from New Orleans, La., points pa e 
taking the same rates, and points taking rates related ae 
thereto, the same as rates between the said points now on 
in effect in Trans-Missouri Freight Tariff No. 15-N, W. A. en 
Poteet’s, Agent, Tariff I. C. C. No. 251; also to establish oem 
at strictly local stations on the Midland Valley Railroad Registe 
rates applicable at the next junction point beyond via 
the route and in the direction which the traffic takes, Railros 
without observing the provisions of the fourth section The W 
of the Act to regulate commerce. Transy 


This application is based upon the following ground: When 


The Midland Valley Railroad will shortly open a newly Interst 
constructed line extending from Arkansas City, Kan. Railwa 
to Wichita, Kan., and it is the desire of the netitioner Railwa 
to establish via this new line at its junction points with Railro: 
other lines, the same rates as are now in effect to and Ameri 
from the said points via competing lines, who are pro Confes 


tected as to such rates that do not conform with the Labor 
provisions of the fourth section of the Act to regulate Hutch 
commerce, by applications filed with the Commission 02 
or before February 17, 1911, and also to establish at 
local stations on the said line the rates applicable a 
the next junction point beyond via the route and in the 
direction which the traffic moves. 

Upon consideration of the matters involved hereil, 
It is ordered, That’ until the Commission passes up0 
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om 

any of the applications for relief from the provisions 
of the fourth section of the Act to regulate commerce 
that were filed on or before February 17, 1911, by the 
carriers or their agents, with respect to the rates from 
and to Arkansas City, Gueda Springs, Oxford, Belle 
Plaine and Wichita, Kan., published in the tariff herein- 
pefore enumerated, the application herein referred to 
and made a part of this order be, and the same is 
hereby, granted, 

The Commission does not hereby approve any rates 
that may be filed under this authority, all such rates 
being subject to complaint, investigation and correction 
if in conflict with any other provision of the Act. 

It is further ordered, That when the Commission 
passes upon any application for relief from the provisions 
of the fourth section, with respect to the rates herein 
referred to, the order issued with relation thereto will 
automatically cancel the permission herein granted as to 
the rates covered and affected by such order. 




















NEWARK HAS VAUDEVILLE SHOW. 


Newark, N. J., November 10.—The Traffic Club of 
Newark entertained its members at the regular monthly 
meeting this week with a vaudeville show. Despite the 
stormy weather, the attendance was good. 


DAVIS CAR DEMURRAGE REGISTER 


Keep a record of your cars and keep it right. My register is made right for 
it, whether for regular rule or average rule. I have been a demurrage man for 20 
years and know what you require. Full instructions how to keep it and a copy 
of demurrage rules (Uniform Code) go with it. 


PRICE $5.00, PREPAID. 


i. L. DAVIS, Car Demurrage Specialist 
143 LIBERTY ST., NEW YORK CITY 
Intricate Demurrage Complications Solved. 


THE BOOK SHELF 





































The Act to Regulate Commerce.........-+-+-++++ $0.25 
Tariff Circular 18A...........ccceccccvoscecs 35 
Supplement No. 1 to 18A..........-eeeeceees 05 
Conference Rulings Bulletin No. 5............. 35 
Supplement No. 1 to Bulletin 5............... 10 






Regulations Governing the Issuing of Passes.... .25 
Regulations for the Transportation of Dangerous 














Articles Other Than Explosives.............. 25 
5-Road Capacity .......... 25 

Registered Tracers <~ 3-Road Capacity .......... .20 
1-Road Capacity .......... 15 

Railroad Freight Rates, L. G. McPherson....... 2.42 
The Working of the Railroads, L. G. McPherson... 1.63 
Transportation in Europe, L. G. McPherson... .. 1.63 
When Railroads Were New, C. F. Carter........ 2.16 
Interstate Transportation, Barnes ............. 6.00 
Railway Traffic and Rates, Johnson & Huebner.. 5.42 
Railway Rate Theories, Hammond............. 1.00 
Railroad Administration, Morris................ 2.15 
American Railway Transportation, Johnson...... 1.60 
Confessions of a Railroad Signalman, Fagan..... 1.10 
Labor and the Railroads, Fagan............... 1.10 
Hutchinson on Carriers..........2.+.ceeeseees 18.00 






Quantity price on any of the above 
will be quoted upon application 











The Traffic Service Bureau 
30 South Market Street, Chicago 
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TRANS- CONTINENTAL FREIGHT CO. 


203 So. Dearborn Street, Chicago 
29 Broadway, New York 


GENERAL FREIGHT FORWARDERS 


HOUSEHOLD GOODS, MACHINERY and other 
commodities forwarded to and from the PACIFIC 
COAST and intermediate points at reduced rates. 


Special reductions are offered on MERCHANDISE 
of all descriptions and MACHINERY via Pacific Coast 
to Philippine Islands, China, Japan and all Oriental 
points. Also Australia and New Zealand. 


Write us for particulars. 


ARTHUR B. HAYES 
ATTORNEY-AT-LAW 
WESTORY BUILDING WASHINGTON, D.C. 


Former member of the Department of Justice as 
Solicitor of Internal Revenue 


Interstate Commerce Litigation 
a Specialty 





William Dunton Kerr 


Commerce Counsel 


Practice Before Insterstate Commerce and 
Railroad and Warehouse Commissions 


115 SOUTH LA SALLE STREET, CHICAGO 


Consultation Invited 1550 


Telephones po 51681 





WANTED 


A traffic man of twelve years’ experi- 
ence, both railroad and industrial, also 
executive experience in commercial 
lines, desires change. Would consider 
investing. Excellent reference. 


V-390, THE TRAFFIC WORLD, CHICAGO 











THE TRAFFIC WORLD AND TRAFFIC BULLETIN 


BIND THEM UP 


2 you want to keep your back issues of THE TRAFFIC WORLD, let us bind them 
or you. 


Vol. VIII, No. 20 


Per Year, tariff section included, 4 volumes, $5.00 
" omitted, 2 fe 2.50 


We pay NO Transportation Charges. 


THE TRAFFIC SERVICE BUREAU 


30 SOUTH MARKET STREET, CHICAGO 





Directory of Transfer Agents, Freight Forwarders, 
Warehousemen, Custom House Brokers, etc. 


CARLOAD RATES Less Carload Shipments 


WAKEM & McLAUGHLIN, Inc. Operating nine warehouses, bonded and free. Regular com 
CHICAGO ea “ sie NEW YORK bined car service to and from all poimts; we are the piencers. 
WAREHOUSEMEN—BANKERS—CUSTOMS BROKERS—FREIGHT FORWARDERS 

















BUFFALO, N, Y. | SOUTHWEST TRANS- THE TOLEDO WARE- 
BUFFALO STORAGE & CARTING FER & STORAGE CO. HOUSE Co. 
CO., 360-366 Seneca St. “Unsurpassed ” 
Rokittel gu dtustin Maden tame OKLAHOMA CITY, 1309-19 Lagrange Street. 
ferring and forwarding goods. Tele- OKLA. TOLEDO OHIO 
phone No. 633. 
CHICAGO, ILL. LOUISVILLE, KY. 
INTERNATIONAL FORWARDING CoO., LOUISVILLE PUBLIC WAREHOUSE 
Manhattan Building. Foreign and COMPANY, INC. Import and export 
domestic freight forwarders, con- freight contractors, transfer and re- 
solidators, distributors, warehouse- shipping agents, custom house brok- 
CHICAGO, ILL. men and custom house brokers. ers. Bonded and free warehouses 


Our motto: SBHRVICE FIRST. 





JUDSON FREIGHT FORWARDING 
CO., INC., 443 Marquette Bldg. Car- POR 
joad distribution to all railroads at Per erre Oe 


‘ SCHICK’S EXPRESS & TRANSFER | st. LOUIS, MO. 
Chicago without teams; L. C. L. ship- CO., 118 and 120 West Front Street. sd os 





ments of machinery forwarded at re- General transfer and forwarding 
Ww EH onded 
duced rates to all principal western agents; qoshipping; atorases ware er ge A oo or raoii- 
ouse, ads or nsign 
and Pacific Coast points. our care will be delivered promptly. ties. Cars promptly handled. Custom 


house entries attended to. Insurance 
18e. Track connections. 





MIDLAND WARBHOUSE & TRANS- | DETROIT, MICH. 
FBR CO., 43d and Robey Sts. Belt THE READING TRUCK CO., Sixth and BONDED EXPRESS & TRANSFER 


line warehousing and reshipping with- mop ome, ae ape) —- CO. Distributors of bulk shipments, 
eams. Carloads agents for the Wa an a carloads or less. Consignments 50- 

on-8 3 : Sane eee ot Pacific railways and for the Anchor licited. " = 

lake and reshipped rail, L. C. L., at TAne steamers. Special attention given 

Chicago rates. Insurance rate, 29c. to distribution of carload freight for 


two or more parties. Merchandise de- 
livered as ordered. 








maanctk SALT LAKE CITY, UTAH. 

Pee. Sree ee, os oe LOS ANGELES, CAL. - 
Block. Import and export freight con- pron . cic de A. hey PS ea — ur llr 
‘ ‘ shousem amd insuran Los ELES TRANSFER ee Kearns General 
agents; custom one brokers po proves 8 gat Daseese — a and distributing agents. Carload dis- 


ution; consignments car- tribution Pl wy? Reliabte and 
sustom house attorneys. loads our specialty. Detablioned 1886. prompt. ished 13872 
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THE TRAFFIC WORLD AND TRAFFIC BULLETIN 


Revised Impression, including the Mann-Elkins 


Act of Jane 18, 1930. A book of great practical 
value to every man who 
deals in any capacity with 
questions of 
Interstate Transportation. 















This book covers all phases of Interstate | 
Transportation, both legal and practical, 
including ali Common Carriers, such as ' 
Railroads, Express Companies, Sleeping 
Car Companies, Pipe Lines, etc. 

Among the important subjects covered 
are: Freight and Passenger Rates, Rebates, 
Car Shortage, Terminal Facilities, Employ- 
er’s Liability, Carrier’s Liability, Connect- 
ing Carriers, Pooling Contracts, Procedure . 
before the Interstate Commerce Commis- 
sion, Penalties and Forfeitures, etc. 

























Sie: 


Ia nant ditt 





One Large Buckram Volume, 1400 Pages. 
Price $6.00, Delivered. 


The Bobbs-Merrill Company 
Publishers, ladianapolis, U.S. A. 





LEADING COMMERCIAL AND TRAFFIC ORGANIZATIONS TRAFFIC CLUBS 


National Federation of Traffic and Trans- 
The National Industrial Traffic League. National Implement and Yoniee Associa- portation Clubs. J. V. Hartman, Pres.; 
: m1 ‘ ies - is tion. W. J. Evans, Freight Traf. Mgr., Carl K. Landes, Secy. 
bject— : § ¢ 1s wt. 2 . P > 
Object—The object of this be — = American Trust Bldg., Chicago, Il. The Chicago Transportation Association. 
to interchange ideas concerning traffic gterjing J. A. Angell, Pres.; L. H. Mann, Secy. 
matters, to co-operate with the Inter- Manufacturers’ and Shippers’ The Traffic Club of New York. F. E. Her- 
state Commerce Commission, state rail- Association, eee 5 - > PAs cond wery- —" 
road commissions and transportation In charge of traffic at industries at c u icago. ran : 









Sterling and Rock Falls, Ill. Eyman, Pres.; Guy S. McCabe, Secy. 


companies in promoting ‘and securing The Traffic Club of Philadelphia. F. ‘A. 
































’ B. Dy Tewrenee. ...0 si ccscsiss President : = waa ia “ . sath 
better understanding by the public and W. K. wubner. cero ai ela Vice-President — Pres.; .C., W. Summerfield, 
the state and national governments of J. W.. Platt........ Secretary-Treasurer The Traffic Club of St. Louis. A. Hilton 
the needs of the traffic world; to secure W. E. Long............ Traffic Manager Pres.; A. F. Versen, Secy.-Treas, 
roper legislati r} “e dee i neces- a es The Traffic Club of Pittsburgh. BF... A. 
roper legislation where deemex . iden, Pves.: 1 is Welle, Gam. 
sary, and the modification of present MINNESOTA. The Transportation Club of Indianapolis. 
laws where considered harmful to the Northern Pine Manufacturers’ Associa- John L. Ketcham, Pres.: L. E. Stone, 
free interchange of commerce; with the tion. H. S. Childs, Secy., Minneapolis. Secy. _ 

vi , ; ali Pl ARE CSS The Traffic Club of New England, Boston. 
view to advance fair dealing and to T. E. Byrnes, Pres.; Wm. C. Brown, 
promote, conserve and protect the com- MISSOURI. Secy. . 
mercial and transportation interests. ’ . > 7. Coyle, The Transportation Club of Cincinnati. 
Mer neebigeteias eligible as mem- “Deon Ml Seat oe" we RM Blas. O. G. Fetter, Pres.; C. C. Spalding, Secy. 
mepe , ‘ Pag lhe The Transportation Club of Louisville. 
ers are traffic directors, managers, Pea : L. J. Irwin, Pres.; Fred H. Behring, 
commissioners or other officials’ in Commercial Club. H. G. Krake, Comm’r, Secy. 
charge of traffic of industrial or com- St. Joseph. The Transportation Club of Toledo. Thos. 
mercial organizations and traffic officers Kansas City Transportation Bureau . of Conlon, Pres.: L. G. Macomber, Secy. 
of representative shipping concerns In the Commercial Club. H. G. Wilson, The Traffic Club of St. Paul. J. R, Jones, 
the United States. Trans. Comm’r, 105-6-7 Board of Trade Pres.; A. L. Bowker, Secy. 
: : Officers : Bldg., Kansas City. The Traffic Club of Newark. A. Preston 
J. C, Lincoln, President, Jump, Pres.; Robert E. McHugh, Secy. 
mm’r Merchants’ Exchange Traffic he The Traffic Club of Seattle. F. W. Parker, 
W » ae St. Louis, ~ Prestiont, NEW YORK Pres.; F. R. Hanlon, Secy. 
opkins, ice-Presiden Albany Chamber of Commerce. Wm. B. The Transportation Club of Detroit, Mich. 
i Trade, “Sones, Secy., 95 State St., Albany. Walter G, Norvell, Pres.; W. R. Hurley, 
“ < Secy. 
W. D. Hurlbut, Secretary-Treasurer, A Ee The Railroad Club of Kansas City, Mo. 
I i Wisconsin ru & mig = Co., TENNESSEE. James L. Marens, Pres.; Claude Man- 
9 Jackson Blvd. hicago, . 7 ss love. Secy. 
; mphis Freight Bureau. F. M. Nor ve, Secy 
ILLINOIS. bi 4g President: a A R. Donelson, Vice- The Transportation and Traffic Club, 
~ Cc , i . ¥ S. Davant, Commis- Birmingham, Ala. L. Sevier, Pres.; 
ane County Manufacturers’ Association. President; James 


Sedgwick, Pres., Waukegan. sioner, Memphis, Tenn. O. F. Redd, Secy. 
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ORDER NOW| 


Ready January 15th ~ Ente 


THE OFFICIAL REPORT 


OF THE PROCEEDINGS OF THE 
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National Association of Railway 


Commissioners 
1911 CONVENTION 


IN| PUPLISHING THESE PRCCEEDINGS, THERE WILL 
BE INCLUDED IN THE VOLUME THE FOLLOWING: 


All State and Federal Laws Regulating Traffic 


A Digest of the Decisions of the Various State 
and Federal Courts Under the Above Laws 


The compilation of the Laws and Decis- | Being an OFFICIAL PUBLICATION, 
ions is now being prepared by a corps } backed by and having the co-operation of 
of experts, who have Pad many years | the Association, its reliability and value will 
experience in such work. be unquestioned. 

YOU WILL WANT IT AS A PERMANENT 


REFERENCE WORK 


Bound in Morocco, percopy ... . . . $10.00 
Bound in Buckram, percopy . .... . 7.50 


THE TRAFFIC SERVICE 
BUREAU 


30 South Market Street, CHICAGO 


